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LESSONS FROM CASUALTIES ISSUE 


The Proceedings of the Merchant 
Marine Council has been publ iShed 
slnee January 1944. Beginning with 
the fi rst edition Lessons from Casual
ties have been printed each month. 
Prior to the Introducllon of the "P ro
ceedlngs." Lessons a lso appeared In 
the monthly Bureau of Marine In
spection and Navigation BUlletin. 

H has been our hope that the per
sonnel of the ships to which copies 
are sent share the limited number of 
caples available for dis tribution in or

der that as many omcers and men 
may profit from the unfortunate 
mlshaJlll o f others. 

Capt. Schuyler F . Cumings. Senior 
Marine Superintendent of the United 
States Lines, s uggested that a special 
Lessons from Casualties Edilion be 
published. In accord with h ls very 
worthy s uggestion past editions have 
been reviewed. From these. lessons 
from casualties have been selected as 
repre8entat lve of some of the more 

common and more serious types of 
casualties. 

A s lUdy of these casualties and oC 
the lessons pointed out In the a rticles 
should be made by the men of the 
merchant marine with the object of 
avoiding the serious consequences ex
perienced by those ",'ho failed to ob
serve requirements of safe practices. 
We reltcrate on the advisability of 
sharing this and future editions In or
der that a ll hands may benefit from 
the reading of these lessons. 

LESSONS FROM CASUALTIES 


Scratch Three "t;ber~ies" 

Three Liberty ships became total 
losses as results of strandlngs which 
tooIt place within a period of 11 da}'S 
In widely separated pa r ts of the world. 
In two of the groundings navigational 
ligh ts were in sight and In the third 
the sighting of a light was not made 
at the expected time. T hese facts give 
cause for s tudy as to how these strand
Ings happened and how othcr strand
Ings may be prevent.ed. 

The first grounding was on Sanda 
Island. Scotland. at 2252 on the night 
of 16 March 1946. The vessel was en 
route (rom Copenhagen 1.0 Oouroek. 
Scotland. In making for the entrance 
to the Firth of Clyde the weather was 
overcast with a light drlztle. Visi
bility var ied between 2 and 5 miles. 
At about 2225 the position was esti
mated to be about 8 miles south of 
Sanda Lsland and the course was 
chanaed to 90· true. Shortly there
after. the Ship Light on Sanda Island 
was picked up. looming through the 
mist. A change of course at 2230 was 
made which headed the s h ip directlY 
for the light on a course of 10 true. 
No chanae of COUrlie was made sUbse
quently until the time when avoiding 
action was taken. Apparently It was 
intended to run on course 10· until 
crOSsing of the 50-fathom curve, which 
was about 5 miles south o f the light. 
Checking the naviga tion back frolf: 
the t ime and place or grOUnding Indi
cates that instead of being 8 miles orr 
shore. the vessel was actually only 
slightly more than 3 miles 00' at the 
lime when n was headed lor (.he light 
at a speed o f about 8 knots. A ch ar t 
of the locality shows t hat the depth 
gradient Is very small and that man~' 
depths of more than 40 fathoms ex
Isted between the 50-fathom curve and 
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the light. Within I mile of the light 
there Is a 53-fathom spot. 

The second groundlns was on the 
coast of Peru on an overnigh t run 
between Callao and Ce rro Azul. At 
0600. s unr ise. on 31 Marc h 1946 the 
Ught at Cerro Azul was expected to be 
s ighted. It was not picked up, how
ever. nnd the vessel continued on a 
course of 140· along the coast at a 
s peed of 1 knots. At 0640, a sounding 
of 1 fathoms was shown by the 
fathomeler and course was changed 
to 95 °, a course which headed the 
\'essel for the shore. Speed was re
duced to slow. The weather at lhIs 
t ime was generally fair but there was 
a surface haze over the sea . Eighteen 
minutes after heading for the coast, 
hreakers were sighted a head. Al
though the engine was reversed the 
grounding could not be avoided . The 
Ume of grounding was about 1 hour 
a ft er sunrtse. Shortly before the 
casunlt)'. hills beyond the shore line 
we re \'Islble a lthough. as was men
tioned previously. the surface haze 
obscured the beach. 

The third grounding took place at 
aboUL 0007. 2 April 1946. on Flat 
Ground Shoal. north of Cape Ann, 
MaSJi.. while t.he "essel was en route 
to Boston from England. The visibil _ 
Ity was clear as is evidenced by the 
position obtained at 2226 whcn the 
vessel was 18 miles abeam of Cape Cod 
Light on a course oC 210· true. This 
course. If maintaIned. would have 
brought the vessel close (0 Boston 
Light Vessel at about midnight. How. 
ever. about 15 minutes Inter. course 
was changed to 315' t rue 10 pass clea r 
of some f1.sh 'ng vessels. While on this 
course a light was observed sllghtl)' 
on the port bow which the mate on 
wa tch reported as that of BostOIl 
Light Vessel. This. the master 

dOUbted , but arter checking the Hashes 
of the light he apparently became 
convinced that the mate was correct. 
One and a hall hours later he realized 
tha t there must be some mis take for 
eourse was cha nged to 180· during 
which cha nge the sh ip grounded. 

In each of these groundings there 
WM a facL common to all. In each 
case , a t a time prior to grounding. 
there was n doubt 8.... to the exact po
s lLion of the vessel. This doubt ex
isted at a time when the sh ip was In a 
completely safe position . 

The weather conditions In two of 
the cases were not of thc best , but 
they were not extremcly bad. In the 
third. the conditions were Ideal , the 
visibility was very good. and the vessel 
was In an area where a number of 
navigational lights. on which CI"OSS 
bear ings could have been taken. were 
"islble. 

The three slluatlons were s uch that 
(11 In the Peruvian g rounding there 
were no navigational a ids visible: (2) 
In the grounding on the Scottish coast 
t here was a s ingle navigational light 
, 'isible; and (3 ) In the third case t here 
were a number of lights In sight . 

Remembering that in each case 
there .....as doubt as to the eXQct po
sition of the vessel, steps should h ave 
been taken to Wlpe out this doubt be
fore procecdlng on courses which 
could endanger the vessel. In the 
first s ituation where no aids were vis
Ible there was no urgency requiring 
the vessel to make port at a given 
time. In such cases the proper thing 
to do Is to maintain the vessel In a 
safe position until such time as the 
position can be accurately ftxed. Un
doubtedly the s urface haze which ex 
Isted would have been burned off later 
In the morning and the aids shown 
on the chart and stated In the sailing 
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dlrectlons woUld have become vis ible. 
Then , and only then. would It have 
been completely safe to \'enture In 
toward the rocky coast. 

In a situation where only one light 
Is visible the position cannot be de· 
termlned by a single bearlnl of the 
light.. Other steps are required. At· 
tempt was made to nx poslLion by 
soundings In conjunction with the 
bearlnl. This Is one method but 
where the s lope of the bottom Is grad
ual U Is not too reliable. U condi_ 
tions permit and a highly accurate 
position Is required a \'enical angle 
by sexLant may be taken. Or Instead 
of heading directly Jor the light, leave 
it on the safe side and determine the 
position by I series of bearings on a 
nxed course with a run between. In 
any event keep the vessel on a COUfSe 
which cannot lead the vessel Into 
dallger. 

There 11; mUe to be said about the 
third situation. Where doubt exists 
stop the ve.<;sel. posltlvely Identify the 
lights In s ight, and IIx the poslUon by 
cross bearings. 

When doubt as to the position of 
t.he vessel exists It Indlcate.~ that In 
your own mind the odds are not In 
your favor. Don' t run up the odds: 
"Play it Safe." 

Re membe r Your Rel ponsibility 

The Shlp's Aground ! I The Ship's 
AgroUnd!! This Is a call no navIga 
tor or person on board a ship wants 
to hear . Yet, a study of a recent 
grounding leads to no other conclu
lilon than that the omcers and sea
men navigating the ship lacked a 
sense of responsibility for the ship, 
Its crew, and the cargo. which caused 
the accident. Other groundings have 
been reported In these "Les50ns from 
Ca.,uaIUes" and from them were 
drawn pointers for the guidance of 
those who might nnd themselves In 
si mila r situations. In the current 
case I.here Is such a clear-cut exhlbl· 
tlon of irresponSibility that the only 
lesson that stands out Is that of 
arousing In the mind of every person 
In charge o f a watch of the responsi
bility which he. as one In a respon
sible position owes to his s hiP. ship· 
mates. and to the pa.~engers and 
cargo, the carrillge of which go to 
make up the wages he draws. 

To present the lessons whlcll may 
be drawn from the errors made by 
our 1C!;.!i- forlunate fellows In the 
s pirit or Judicious candor Is often not 
an easy task In view of the perhaps 
natural tendency toward Invective 
hars hness on the Critic's part. How
ever. In the case nolV con.'ildered. the 
circumstances leading to the recent 
grounding 01 a certain vessel leaves 

IJtlle doubt that something was 
radically amiss with the navigational 
procedure on board. 

In the Instance In question, the 
ship set forth apparently seaworthy 
In all respects. equipped with a 
fathometer. gyrocompass, and the 
proper charts for the voyage. The 
master and his three mates we re duly 
licensed and the vessel was manned 
In accordance with the requirement.'I 
of her class. The value of the ship 
and cargo was estimated at some 
$2,200.000. 

F rom a position nxed by bearing", 
o f navigational aids at 2 a . m., the 
master laid his t rack to talte him 
roughly midway between a shoal and 
a point o f land on which was located 
a light with a visibility of 16 mUes. 
The course should have left the light 
(I miles on the starboard beam and 
the shoal 8 ~1t miles on the port beam. 

The master appears to have given 
verbal orders to t-he 2nd mate, upon 
leaving the deck at about 2:30 a. m., 
to ··watCh she does not sei to the 
northwa rd." His second. chief. and 
th ird mates thence were successively 
In charge of the navigation. 

The weather was nne with light 
wind and slight sea as the vessel pro· 
ceeded eastward approxlmatcly par
alle l with the clear coastline to star
board which Is marked by outstand
Ing elevations o f 1.000 to 1,'100 feet 
at 1 to 2 miles from the s hore. at 6 
to '1 mUes oft". and with the open sea 
to port. 

Testimony revealed that good vb; l
bUlty condlUons prevailed from the 
time o f departure until that of the 
stranding. The situation called for 
nothing more than pllodns of the 
simplest o rder In taking the ship along 
the land at 6 to '1 mUes oft", using any 
prominent objects from whiCh to 
check the course by the tlme-honored 
" four-point bearing," while further 
check by rathometer sounding was at 
all times possible. 

The third mate. as noted, was given 
no Instructions by the chief on reliev_ 
Ing the watch at 8 a. m ., beyond the 
course required to be s teered . The 
obviously great distance of the light· 
house on the bea.m. amounting to 8 
miles farther oft" than the course line 
Indicated. also appears to have met 
with little concern by this officcr , due 
allowance being made for the tact that 
the yoUng man was making his first 
voyage under the authority of his 
license. Incidentally It Is noted 
that the chief mate·s sea experience 
amounted to approximately 6 ycars , S 
of whic h were served as a licensed om
cer. The second mate had served 2 
years under authority of his license 
OUt of a total experience at sea of " 
years. 

From the Investigation omcer·s re
marks It appears that the laxity d is
played by their captain had set the 
pace for his mates' perfunctory watch
keeping. The master, on that account, 
must be considered the leading orlend
er. Ablience of speclnc orders In the 
maner of correcting the course made 
good. or acqUainting the master with 
rcgard to the vessel"s position. on the 
other hand, cannot be he ld as mitigat
Ing the fault of the omcer on watch In 
allowing the sh ip to proceed blindly 
on a given compass course. 

Ourlng the second mate·s watch. as 
previously noted, the master reti red 
to his quarters at about 2:30 a . ffi. 
Thereafter the checlt obtainable by a 
position Une Crom the bearing ot the 
last pa&sed s hore light apparently WM 
not considered. Such a line of posi_ 
tion, coupled with a sounding. woula 
have determined with very IltUe erlort 
whcther the course was being made 
good or otherwise. The second male 
duly turned over the watch to the chief 
mate at " a. m., each of these officers 
apparently accepting without question 
the vessel's poSition at that hour as 
that by the '·dead reckoning,'· while, U 
we may so expres.'i It. the light In ques
tion was ··grlnn lng at them'· on the 
s tarboard quarter I At what time this 
IIgM d isa ppeared Is not Indicated , but 
It was s hown that throughout the sec
ond mate's waLCh It was visible, and 
there Is good reason present to believe 
Until as late as 4:30 a. m. a bearing of 
that navlgaUonal a id. was a t all times 
available . Bolh chief and second 
mate oft"ered the excuse in their reo 
spectlve testimonies that the s hip·s 
smokes tllck hindered observation of 
such bearing. For some reason the 
s imple expedient of swinging the ship 
olr her course a point or two to accom
plish this purpose, did not occur to 
them. 

That the light mentioned should 
have been sigh ted after steaming a 
dis tance or 40 miles, alld that the 
chart provides ample warning of I 
prevailing northwesterly set of cur
rent as the pa.<;sage described Is ap
proached. appear to have passed 
unnoticed by any ol the officers. No 
~o\lndln8s were taken, though U\e 
chart Indicates the gradients provide 
su fficlen~ warning of approach to any 
danger In the locality. Daylight hav
Ing arrived at about 5: 30 a . m., It must 
have been apparent to even a casual 
observer that the ship was much far
ther oft" the coast than the proposed 
course line requi red : ye t It develops 
that no attempt was madeto chee!:: 
the POslUon with relation to the well_ 
deftned termination of the land, as 
marked by the point referred to. up 
to the time t,hls was abeam. 

I t was testlned that the lighthouse 
was on the beam bearing at 8 :30 a. m. 
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A~ 8:40 the ship grounded on the 
s hoal. Thus was the target presented 
by a clear l4-mlle expanse of nnvlga
ble waler. beyond which lay the open 
ocean, entirely m issed by the 1lI_ 
guided ve.<>sel. 

To qUote from the Investigation rec
ord : "The whole anair Indicates care
less navigation. The master did not 
keep himself Informed as to the con
dition or the vessel and did not re_ 
quire his officers properly to advise 
him. Each or the mates, in tum , did 
not carefully and properly na\'lgate 
the \'essel In that they ralied to take 
soundings and failed to establish the 
"essel 's position by nx on objects 
ashore. In relieving the watch nei
ther the orncer relieved nor t he reliev
Ing officer established the vessel's 
position. At 8 a . m. the vessel was fa r 
to the north and the chief mate, who 
was responsible for the watch, though 
he might have done so by observation. 
failed to advise the third mate of the 
vessel's position. The third mate was 
salllng his nrst voyage on his license 
and stated In his testimony that he 
took no soundings In an effort to lo
cate the vessel's position because he 
did not know how to operate the 
fath ometer. The master 's testimony 
Indicates that he did not thoroughly 
check back as to courscs steered and 
consequently even now has but a 
vallue Idea of how his ship reached 
the point where It (rounded." 

It Is clear that the charge o f "Inat_ 
tention to duty" Is Justlfled by the 
fact.s-one Is tempted to rename It 
"heedlessness of duty." and whatever 
disciplinary action awarded wholly 
deserving. The careless attllude or 
the men concerned, however. woUld 
seem to have reached the point where 
beforehand knowledge of such possi_ 
ble action was no deterrent to their 
conduct In the circums tances. At all 
events, the fundamental truth of the 
maller Is that these officers. like many 
olhers on record. whether from lack 
of experience. tralnln(, or moral sta
bility. railed to reallr.e their responSi
bilities for the safe conduct of the 
ship, JIves. and cargo under their Im
mediate charge. 

O verconfide nce 

The S. S. --- was a standard 
Wpe Liberty \'essel converted to carry 
troops In accordance with a standard 
plan tor such convers.Jons. She was 
bound tor a port In the United States 
havlnll on board In addition to her 
own crew and the Navy Armed auard . 
a capacity load or Army Personnel. 
The ship was fuily fitted with the nec
essary lilesaving equipment, and the 
crew and passenllers had been drilled 
In Its use. 
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Routing orders required It to pa.ss 
within 2 miles of some rocky Islets 
lying offshore and there to take a 
direct course to destination. A land 
rail on these Islets, which contained 
a lighthOUse and fog signal, was com
PUted to be due about dayllllht. 

At about 0200 of that morning a 
dense fog s hut down-a common 
occurrence In that locality. The mas
ler was cailed and extra lookouts 
were posted. The s hip 's direction 
nnder had not been accurately cal
Ibrated on her previous departure, 
due to press of time, and It was not 
cons idered reliable by the master. He 
therefore calle<:! UP the s.hore stations 
and as ked for a nx. I n response he 
was given three bearings which Inter
sected accurately and gave him a po
sition 303 · from the Islets. and dis 
tance 11 miles. at a.OOuL 0400. 

The ship was mak.lng 11.5 knots 
through the water, a nd the troops, 
who had been called early to prepare 
for disembarkation, were aU up on 
deck. noisily milling around In happy 
antiCipation of landing s honly on 
United States soil. Several times the 
master asked over the loud speaker 
for quiet so that he mlllht be a ble to 
pick up the fog s ignal ahead. His 
course was 55· , or almost directly for 
t he Islets. 

At 0420 the signal was reported. ap_ 
parently bearing sllllhtly on the star
board bow. or about where he placed 
it. although If h is nx and speed were 
correct s uch a report would mean that 
he was heartng It at 8. distance of 'l 
miles. At 0430 a nother report was 
made placing the signal on the star
board beam. These two conflicting 
reports. based upon hearing alone, 
clouded the si tuation for tile m&.ster. 
i See "Ears Are Not Direction -Find
ers." In the AUllust ProceecU"9s.) 

He ~toppcd his engilles but was un
able to hea r any fUr ther !;Ignals so 
proceeded on a s low bell until 0445. 
At this time by his reckoning he 
should have been 4 miles from the 
rocky Islets which rise boldly from 
the ocean. The sh ip was hauled 20· 
to s tarboard with the Intent of pass
Ing to the southward or the obstruc_ 
tions. In leS! than 10 minutes rocks 
loomed out of the fog right under the 
ship's bow. and before any effective 
action coUld be tak.en the ship struck. 
holing herself amidships and flood 
Ing the machinery spaces. 

Because the vessel was on a pin
nacle. with danger of either cap
s(z.lng or breaking In two. the master 
correctly a ppraised the situation and 
decided to abandon ship. This was 
accomplis hed with a degree of preci
sion and emclency that speaks well 
for the training of t he s hlp's crew 
and the d isc.lpline of the troops. Not 
II. soul was lost or seriously injured in 

manning the boats and rafts. and 
everyone either reached land or was 
picked up by rescue vessels dis 
patched to the scene. The ship be
came a total loss. 

In reviewing the casualty in tbe 
light of aU knowledge It Is apparent 
that undue dependence was placed 
upon two points : the original nx and 
tile failure to hear the powerful 1011 
~Ignal. Although the three bearings 
which es tablished the nx Intersected 
accurately. their angles o f Intersection 
were acute. and any error thereby cre
ated would directly affect the a.ssumed 
distance of the vesse1 from the ob
s tructions. The possibility of current 
was not taken Into account, and In_ 
vestigation disclosed a cur rent of 1.8 
k.nots setting exactly with the ship. 

Even had the 0400 fix been abso
lutely accurRle. the ship stood at full 
speed directly toward the danller. her 
on ly hope of hauling off In time being 
her estimate of dis tance run and her 
picking up the fog signal. U the latler 
was hea rd at all , t he two reports of It 
~hould have been red flagS to the mas_ 
ter. That she continue<:! on her 
COUn;(' . despite the fact that she heard 
no further s ignals, was accounted for 
by t he master on the IIround that 
there was a "blind spot" In the signal 
a rea-If so. the st rongest kind of rea· 
son ror not proceedlnll! 

It Is Impossible to e mphasize the 
folly of trusting to ear.'l alone. or to 
sound t ransmission In thick. weather. 
If other precautions and navlgaLional 
means can be employed. The use of 
t he ship's fathometer to permit fol
lowing the 200· fathom curve would 
have kept the vessel 5 miles orr .the 
rocks. Courses at 90· to beannlls of 
the Islets. s uccessively taken. would 
have permitted the s hip to circle them 
without approaching any closer. No 
routing order I~ Intended to risk the 
lilies of a thousand men. 

The old precept : " When In doubt, 
assume the most unfavorable s ltua
lion and navigate aC«Jrdlngly" Is not 
sissy stuff : it Is good. hard sense. 

Loss of Ship Due to Poor Judgm e nt 

AN AMERlC"N merc hant s hip loaded 
with an Important war cargo recently 
arrived off a foreign port after s unset 
and In bad weather conditions. The 
wind was blowing a gale directly on 
shore with heavy rain squalls In which 
the wind rel\chCd force 8 . The an
c horAge WII..!! congested due to the pres_ 
ence of a number of other \'essels, 
many of whiCh were experlcnclng diffi
culty In holding. even with two an
chors down. 

The mas ter of the vessel !n question 
came to anchor and almost Immedi
ately began to drag. He hove up and 
prOCEeded farther off s hore and again 
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anchored with 90 fathoms of chain 
ou~. He again began to drag despite 
the use of his engines to ease the strain 
on his ground tackle. After about an 
hour he again hove up and steamed 
orr shore at slow speed. 

At about 0400. the night dark and 
the wind still of gale force and a heavy 
swell setting In. he ran back fo r the 
anchorage. His lookout was stationed 
on the bridge because of the seas that 
had been coming over the bow while 
heading Into the wind. After about 
half an hour, when he concluded h e 
was close enough to the beach to an
chor-no soundings had been taken at 
any time-he discovered that he was 
well Into the congested anchorage and 
was dangerously close to the beach. 
Full use of engines and rudder were 
Insutllclent to extricate the shi p from 

Gangplank Accidents 

On three different occasions during 
the last few months. In a single port, 
men have lost their lives by falling 
from the gangplank of ships berthed 
alongside a pier. In each of the three 
cases the gangway was of the same 
type: A gangplank slung from the 
bulwark with a ladder resting upon It 
leading up to the raU. leaving an un
protected space between Lhe ship's rail 
and the end of the handrail on the 
ladder. Probably all three lives 
might have been saved had an ade
quate guard rail been Installed at this 
danger point. 

In one case an oller was boarding 

this position due In part probably to 
the shallowness of the water In which 
she then was. Both anchors were let 
gO but the vessel lay in the trough of 
the sea and drifted broadside onto the 
beach. 

A tug was dispatched to her assist
ance but could not get close enough 
to pass a line In the shallow water and 
the heavy seas. The ship was pound
Ing t:eavlly and after about an hour 
and (I. half broke In two. Lifeboats and 
IUe tafts were launched and a part of 
the crew reached the beach although 
one man wa.~ swept otT his lire raft and 
drowned and the nrst lifeboat was 
cnpsiz~ In the surf. The remainder 
of the crew stayed by the wreck and 
were taken off the follOwing day. 

The master was charged with Inat
tention to duty and unskJIIrulness and 

PERSONAL INJURIES 

a ship carrying a parcel In one arm. 
Just as he reached the bulwark (be
yond the point where there were 
handrails on the ladder) he slipped 
and fell In a sitting position; in at
tempting to rise, sti ll clutching his 
bundle. he lost his balance and went 
overboard between the ship and the 
pier and was drowned. 

In another case the gangway ladder 
was at the extreme angle of 75· with 
the ship's side, and was also slippery 
from a recent shower. The seaman 
boarding the ship slipped at the top 
of the ladder and. there being noth
Ing for him to catch hold of. fell over
board to his death. 

after a full hearing was found guilt)" 
and his license suspended for a period 
of 6 months. The conclusion was In
esca pable that after anchoring In a 
dangerously congested area under 
conditions Which showed that the ves
sel's ground tackle would not hold. the 
m8l!ter had properly gotten under way 
and had gained sea room where he 
could lie to or hold h is position with 
the use of his engines. A short time 
thereafter he re-entered this congest
ed anchorage under conditions which 
placed him In greater peril than at the 
time when he first anchored. lnade
QUlI.te precautions liS to lookouts and 
soundings were taken with the result 
that he overran his estimated position 
and caused the total loss of a valuable 
cargo vessel and the death of one of 
his seamen. 

In the third case. a cre"' member 
was boarding a vessel with a package 
under each arm. On thts ship tne 
gangway was fitted only with a manila 
handrope over J-fOOL stanchions In 
stead of the customary fixed handrall. 
This type of rope rail Is poor at best, 
not only because of Its sag, but also 
because It cannot be carried out to a 
stanchion at the end of the ladder 
and Is \Isually secured at each end to 
an eyebolt on the ladder Itself. Here 
the hazard was stili fu rther Increased 
by the fact that Lhe scaman did not 
have his hands free to help Illmself, 
He asked to be given a hand as he 
stepped from the ladder to the rau. 
but no one could reach him before he 
toppled over. He fell from the bul
wark. striking h is head against the 
pier as he fell. and never regained 
consciousness. 

In none of these cases was there any 
Indication that the victim was under 
the Inftuence of alcohol. Also, they 
all occurred either in daylight or 
under adequate lighting conditions. 
In all probability they would not hal'e 
happened, even In the case oC those 
men encumbered with packages, had 
some better protection been aft'orded 
at the point where a man steps from 
the gangway ladder to the bulwark. 
The accompanYing sketch Indicates 
the "danger zone," and shows a sug
gested Installation for Increased 
safety at the crucial spot. Howerer. 
a seaman is supposed to exercise rea
sonable caution In dangerous places: 
the old maxim of "One hand fo r the 
ship and one for yourself" Is sUIi a 
good one. These three deaths, under 
slmUar circumstances, occurring 
within so short 8 time, Indicate th~ 
need for addItional safety measurC$ 
and- Cor more common sense precau
tion on the part of seamen. 
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Oe tlth In the Bight of tI line 

A ahlp Willi recently being over· 
haUled In drl'dock. The Chic! Male. 
In ch9.J"ge of II. work party comisllng 
of the Boatswain and nve seR men. was 
dlrecUng n test. of the releasing gear 
on the #2 ure ralt.. The raCt. had 
been holsled trom lhe skids by means 
oC tackle attached to a wire bridle 
on the raft. and to the mainmast 
erosstrce. The haullna part. \~Ias led 
to #3 port winch and several t.urns 
laken lU"Ound the port forward nigger. 
head. lhe remainder of the 3" manila 
line being coiled down outboard of the 
winch. The Calis were rove through 
twO si ngle ten·lnch blocks on the 
crOSSLrCO through " double·shenve 
block at Llle rart and back. and thence 
to the winch on deck. A SUdden 
shower had Inl.CrrUpted the work for 
about 25 minutes. and the job was 
rt'lIumed at IlPproxlmately 3 :25 p. m. 

The Chlet Male was directing Lhe 
operation from the top of the main · 
masL house. An A. B. was operating 
the winch with two men lending the 
line. \I.'hlle We Bo'sun au1ded the two 
others holding a gUy line to lIle raft. 

which had shown a tendency to slue 
while being lowered onto the skids. 

When the Mate called out to "Hold 
herl " the winCh, being out of gear. 
commenced "backlng oft," and the 
.....elght of the raft slipping and ga!.h. 
eMg momelltum Jerked Lhe. line 
from Lhe men's grtp and whipped the 
lurns Crom the nlggerhead. The 
winch Is 50 constructed that when op· 
e.rated with both clutches disengaged 
there Is no Interconnection with the 
brake. which acts on the forward 
drum only when one or the other 
clulCh Is engaged: hence steam pres
rure alone was holding the load, and 
proved Inadequate to Lake the strain. 
The machinery had s tood Idle In the 
rainstorm tor nearly a haU hour, and 
the condc.nsed steam had not. been 
dra.lned lrom toile pet cock belore re· 
sumlnll operations.

The IClUJ\an who was clearing the 
line wu nOL quick eno\lih In heeding 
'Iarn.lng cries , and his left lea betame 
mtangled In a bight of the line. The 
"I\'elght or the slipping raft pulled him 
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quickly to !.he block at the crosstree. 
where h is leg was severed JUlit below 
the knee. dropping him headfirst. to 
the deck, 43 feet below. and kUling 
him InSlll nlly. 

Tile speed willI which the llccldent 
look place made It Impossible for wl~· 
neliSes to say cxaclly hOW the man's 
Coot beCame caught In the line, but the 
use of a nlsgerhead not connected to 
a mechanical brake, and the (allure 
to drain off condensed steam before 
resuming work alter the winch had 
been. Inoperative. were contributing 
taclors to the tragedy, as well as the 
lIea man 's Inabillt~' to get cleur ot the 
running line In time to avoid being 
carried aloft and dropped to his 
death. 

Clue ahoU1d be take n In wldertak . 
Ins any such operaUon to see I.hat Ihe 
machinery 15 In proper working or· 
der and tackle Is properly rtgsed and 
adequate to cover any unexpected 
slip. U the job demands It, preven ter 
li lies shOUld always be rillged In ad· 
dillon, 

The main po[nt. to be stressed . how· 
ever. Is that or being ·'snfet.y·mlnded." 
Every seaman. whether he be a mem
ber of the working party or an on· 
looker, should study the Job to be done, 
or that is being done. and make a 
mental nOLe of the hazards that can 
be expected In such an Undertaking. 
Having done this, he s hould locate 
himself so U18t he has the best chance 
of coming out unInJured Lf nnylhlng 
goes wronJr. The experienced sailOr 
will do this Instlnclh'ely; others 
5hoU1d think "safety" until they pin 
that. experience which glvelI a Quick 
undemanding of the risks of their 
employment. 

Trop ' for th e Unwory 

This article on personal Injuries 
could be given other Uti such as 
"F OOLS Rush In ," or - He Put His FOOt 
In I t.." It has to do with the InjUries 
caused by failure to look 'jl,' here one Is 
io[ng. with some reference to special 
dangers and piUalls. 

There Is limited room on a &hlp at 
best. All tramc passoieways should 
be kept clear of unnecessa ry obstruc· 
tIona. SUcll as hatch covers, cargo gear. 
shlp's stores. and re fuse. When such 
obstructiona as cleau. pad·e)'e5, and 
the like are unavoidable. they s hould 
be painted a distinct color, such ILS 
bright orange. to attract. attention. 

Adequate light s hould be provided 
at all ladders, gangway~. dcck·house 
enlrance&,alleyways. and for passage· 
ways over deck cargo. (This, of 
course. ls In wartime s\lbject to such 
modtneaUon a.s black·out Instructions 
may requl re.l Entering any dark 
compartment. or hold wlt.hout safe and 
proper nashllgJ.t Is highly dangerous, 

a nd the use of matches or open lights 
should be forbidden . A safety chain 
should be kept across the door to the 
shart alley escape trunk . 

All openings without coamlngs or 
wllh low coamings sbould be sale· 
guarded. Hawseplpes on the fore· 
caslle deck should be covered or railed 
oft. Open manholes and enlJlne·room 
floor plates removr·d ror aecess can 
cause broken legs. Where the s hlp's 
accommodation ladder Is In an almost 
horiZOntal position. or whe.n any other 
runged ladder Is at a Similar angle. 
duck wards \I.-]th cleats should be se· 
cured In place on !.hem u walkways. 

Vertical ladder5, sucb as hold lad· 
ders and Jacob's ladders, should be 
Ins pected frequently Cor damage. par. 
ticularly e&.r"&o·hold ladders which are 
&ubject lo damage by drafts. Jacob's 
ladders s hould be kept free of grease 
or oLher slippery s ubstances and 
should neve.r never be 5Ceured to a 
pIpe o r chain hand rail . Personne.J 
c limbing a ladder or moun ling steep 
steps should keep their hands free 
and use lhe man ropes or grab rails. 

Where the deck. outside of the ma~ 
chinery s paces. is oily. s prinkle saw

dust on It. I n Ule machinery lipaces, 
Wipe It as clean as possible. Don·t 
wear old, run· down , or grea.<;y sho~, 
or any other footgear that detracts 
from sure·footedness. When the 
shIp Is roUing beavlly or shipping 
green water, rig a wlr~ lifeline with 
s umcient lizards. Finally. don'L step 
Into R call or bigM oC a slack moor
InaUne or other working gear, nor, in 
lIle Interest. of posterity, straddle one. 

WAlCH for I"". h 01D,do: 

1. Slippery, wet, or oUy decks. 
2. fee and s now on catwalu and 

platforms. 
3. Stumbling hazards. 
4. Loose mllterlal under foot, 
5. Worn or broken treads on stai rs. 
6. Stairs, seaftolds, or plRtforms 

without guard ralls. 
7. lnsecure platforms or scaffolds. 
8. OCrecUve ladders or ladders not. 

l'iulted ror job. 
9. Open hatches. 
10. Unguarded deck openlnn and 

manholes. 
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ENGINE-ROOM CASUAlTIES 

Flooding of Engine Rooms 

Two cases of partial ftoodlng of 
engine rooms and damage to rna· 
chlnery have recently come to the 
attenUon of the Coast Guard, which 
because of similari ty of clrcum.stanc~ 
It. was thought should be brought to 
the attention of the Service and the 
operators of vessels. 

The vessels involved were both T2 
tankers. It appean lhat vessel "A" 
was In a repair yard on the West 
Coast and v~el "8" was In a repair 
yard on the Gulf Coast. In each In· 
stance the cargo tank bulkheads were 
being tested by ftlllng the tanks with 
water. On ve.'I5el "A" the Inspection 
plates from the main condensers had 
been removed, presumably after clos· 
Ing the overboard discharge valve. 
On vessel "B" the Impeller from the 
main circulator had been removed 
and the overboard discharge valve 
closed tight and lashed. Tes ting or 
the tanks on each vessel was carried 
out by filling t.he forward tanks, Which 
set the vessels down by the head and 
raised the after ends suMclently so 
that the overboard discharges were 
out of water. As the testing of the 
tanks proeeerled aft the vessels were 
set down by the stem until the over· 
board discharges were below the sur· 
face of the water. 

In vessel " A." the night engineer 
stated that up to midnight e\'erythlng 
appeared to be normal In the engine 
room and that there was no water In 
the engine room bUge. However, at 
about 3 o·clock In the morning he 
nollced the vessel taking a list to port 
and upon entering the engine room he 
found that water was coming from 
the main condenser through the In _ 
spection openings and had parUy 
nooded the lower engine room. Upon 
Investigation he found that a ute 
valve In the main condenser over
board discharge line was partly open 
and with the assis tance of the pump· 
man he was able to close the valve, 
but not until sumclent water had en· 
tered the (!nglne room to damage 5 
cargo room motors and the main pro· 
pulsion molor. The night. engineer 
had assumed lhat B5 the InsPCi:t!on 
plates of the condenser were off, tbe 
overboard discharge valve was prop· 
erly closed. In thLs case It was found 
that the tint assistant engineer was 
at fault In not properly closlng the 
overboard discharge vah'e and that 
the night engineer was at fault In not 
checking the vah'es. particularly when 
he knew that the Inspection plates 
were orr and that the "esseI'll draft 
was changing due to the testlnll: of 
the tank. 
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In vessel "B·' it seems that the ftrst 
assistant engineer Inst-rucLed an em
ployee of the shipyard to close the 
overboard dl~charge valve and then 
the first assistant checked to deter
mine IJ It was closed and upon nnd· 
Ing It closed he lashed the valve wheel 
with a rope. The third assistant en
gineer took O\'er the watch In the 
evening and made a check of condi
tions In the engine room and found 
them satisfactory. He then went on 
deek to give Instructions to an oller 
to obtain some things for him ashore. 
About an hour later the thlrd as· 
s ls tant was notified by the shipyard 
employee that water was entering the 
engine room at a rapid rate. The 
third assistant went below and found 
water entering the engine room from 
the main Circulator where the Im
peller had been removed. He Imme
diately went to the overboard dis
charge valve, removed the lashing 
and with the aSSistance of the fireman 
was able to turn the \'ah'e In both di _ 
rections and finally succeeded In clos
Ing It several turns. preventing addi
tional .....ater from entering the engine 
room. 

The ,'essel was placed In dry dock 
and one of the crew entered the over
board discharge line through an In· 
SPCi:tlon plate on the main condenser 
and found a piece of 1· by 4·lnch pine, 
approximately 3 feet long. lying In 
the discharge line Just on the over
board side of the valve. Examination 
01 this piece of wood showed that It 
had marks Indlcating It had jammed 
the valve. 

The valves in Question were 24·lnch 
gate valves of the nonrtslng stem· 
type. The records of the !D\'estlga
tlons of these aCcidents fall to dis
close whether ei ther of these valves 
was fitted with a deVice to show clear
ly whether It was open or closed. 

It Is, of course, not uncommon for 
foreign substances to be lodged on the 
seat of a valve, such as pieces of wood, 
marine growths. etc. The pl·esence 
of such substances can someUmes be 
detecterl by the "feel" of the valve 
while closing U. In closing overboard 
valves In cases similar to those l>et 
forth herein. the engineer should 
take every preca ution to make sure 
that the valve Is closed tightly on Its 
seat. 

Boilers Domoged by Insufficie nl 
Wote r 

The reading and proper Interpreta_ 
tton of a boiler water glass appear.! 
to be a s imple matter , and It actually 
Is : nevertheless. tbere Is an alarming 
number of cB!Sualtles reported .....here 

the haphazard mlslnterpretatloll 01 
such readings results In dl.sastrous 
consequences. Any licensed engineer 
knows how quickly tubes can be rup· 
tured and bllSlered. headers damagerl , 
a nd fumacCll collaPSed. If the fires 
are not Immediate ly ··secured" when
ever there Is Insumclent water. It Is. 
therefore, the profeSSional responsi
bility of the engineer to accurately 
ascertain the water level In a boiler 
by more certaln methods than vIsual 
sighting In a water glass, especlalt,· 
when any doubt about the Quantity 
of water exist.ll. The average layman 
can usually tell at a glance that the 
boiler failures In these casualties were 
caused by Insumclent water due to 
sheer negligence and carelessness to 
the 11th degree. 

To accentuate the Importance of 
accurate Interpretation of boiler 
water glasses, a glaring example of 
faulty operation was recently brought 
to the attention of the Coast Guard, 
which illustrates such careless Inat
tenUon to duty, and it Is Worthy of 
mention In order that conscientious 
engineers rna), direct It to the atten
tion of such engineering personnel as 
are Inclined to be lax In such matters. 

This particular vessel was equipped 
with two Babcock &: Wilcox high-pres
sure trlple-tl.red boilers. During the 
COUr.ie of the voyage, as the third as
Sistant engineer was about to assume 
his regular watch, he was informed 
by the fourth assistant. whom he re
lIe\'ed, that some dlmculty was being 
encountered In maintaining proper 
water level In the boilers. The third 
assistant engineer then dlrected the 
fourth to locate the first assistant en
gineer by telephone and Inform him 
of the trouble. Since the ftrst assist
ant engineer could not be located Im
mediately, he remained below to help 
the third assistant solve the low water 
condition. 

Shortly therea flef. the nrst assl~t
lint appeared In the engine room and 
the third assistant Informed him of 
the trouble with the water, and, Im
mediately. the three engineers began 
to look for the cause or the low water 
l>l tuatlon. However, approXlmatell' 
45 minutes later the water level in the 
port boiler became dangerously low. 
At this time, the third assll>lant re~ 
QUested the fourth assistant to put 
the vertical reciprocating pump on 
the line. which was done. The third 
then noted that one of the glasses was 
llbout two·thlrds full and. about 5 
minutes later, he noted that the water 
glass was either entirely full or en
tirely empty. AssUming it was full 
of ""ater. he ordered the fourth as
sis tant engineer to secure the reelpro-
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caUn8 pump. which was done approxi
mately 3 minutes afterwards. Before 
any sign of water had been observed 
In the water glass, a tube In the port. 
boiler blew ou~ llnd steam was lost on 
the plant. Subsequent. examination 
revealed that. all the tUbes below the 
superheater In the port boiler were 
ruptured and damaged to the extent 
that removal was necessary. The 
vessel proceeded to port under one 
boiler . where long delay and expensive 
repairs were necessitated. 

It is Interesting to observe th at, 
In addition to the convenUonal water 
gage II lass. these boilers were equipped 
with an approved type remote water 
level Indicator as a secondary means 
for IndlcaUng the boiler water level. 
However. the testimonY adduced In 
this case revealed that the engineers 
and engine- room personnel com
pletely Ignored the reading of the re
mote \\'ater level Indicator. presum
Ing It to be unreliable, al though It was 
later proved that this remote water 
Indicator registered the correct water 
level during the entire period of the 
low water dimculty. 

In this case. as well as In the ma
Jor1ty of reported low water boUer 
casualties. gross Ignorance of the 
"procedure In case of low water" was 
displayed. In the firn place. they 
failed In every Incident to promptly 
"secure" the fi res In the boilers after 
losing the water: secondly. they failed 
to make certain as to whether Lhe 
IndJcated water level In the gage 
IJ: lass was true or false by the cus
tomary blow-down method. even 
though It had become apparent that 
t rue water level was In doubt. In the 
third place. they Ignored the compar
ison of the water level of the conven
tional water glass with thllt of the 
remote Indicator , which should have 
been made at frequent Intervals prior 
to the low water trouble. In the last 
place. they failed to establish the de
IJ:ree of reliability that could have 
been placed In the remote water In
dicator If the boilers were operat ing 
under normal and subnormal water 
levels. 

Low water Is almost Invariably the 
resUlt of the engineer. fire man, or 
water tender having his attention 
dl\'erted from hiS task. or Inattention 
to du~y. In most casualties. the rec
ords Indicate that one of the foll ow
Ing has occurred : 

(a) Gage glass valves partJy 
plugged. 

(b) Drum val\'es partly plugged. 
(c) Gage valVes or drum valves in

advertently c losed. 
Cd) Empty glass mistaken for a 

full one. 
In a ll of the above cases. the t rue 

state of the waler glass can be ascer
lalned by blowing the gage glass 
down. Usually men who persist In as-
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sumlng It to be full Instead of empty. 
Immediately res trict the feed water 
supply to lower the water level Into 
sight again. whereas they actually re· 
du~ the water level s tili further. 
This Is what happened In this case. 

If either the top or bottom connec
tion of lhe water gage Is obstructed by 
scale or some oLher matter. a false 
Indica lion of the water level will re
sult. If any doubt exists concerning 
the ac tual water level In the boiler. the 
gage Rlass shoUld be "blown through." 
Blowln lJ: through Is accomplished by 
closing off tight ly the top valve on the 
water glass and opening t he drain. 
This wil l a llow water to blow through 
the bottom gage glass connection and 
clear It out. The drain shoUld then 
be closed. the loP gage glass valve 
opened, a nd the bottom gage Klass 
valve closed. The drain valve shoUld 
then be opened to permit s team to 
blow through the top gage glass con
nection. cleaning It out. When the 
drain Is closed and the top lJ:age glass 
connection opened again. the water 
level In the boiler should be clearly 
Indicated In t he glass. If either ODe 
of the connections does not blow 
through the drain freely. It Is a n Indi
cation that an obstruction exlst.s In 
the connection. and steps should be 
taken to correct this condition be
cause a faUily Indication of the water 
level would resUlt . The gaKe glasses 
of most boilers a re connected wlLh a 
blow-down connection, which should 
be opened at. regular Intervals. while 
at the same time observlni' the water 
level In the boiler. After the drain 
has been opened, It will be observed 
upon closlnK same that the water level 
will reappear In the gage glass QUickly 
and will nuctuate somewhat <tempo·
ra rlly). This Is an Indication t hat 
the connectlons are clear. ll. h ow
ever. a fter opening the drain and clos
Ing same. the water level In the glass 
reappear.; slowly. this Indicates that 
the connections t.o the Rage glass are 
not entirely clear. 

Another factor which has a direct 
bearing on actual causes of danger
ously low or high water conditions 
Is Improper fee ding and firin g. par
ticularly with modern water tube 
boile rs. For Instance. If firing rate 
Is sharply Increased. there will be a 
definite tendency for the water level 
In t he glass to rise; at the same time. 
more water Is being evaporated and 
more feed Is needed to replace it. In 
thiS case, t here Is a pronounced 
tendency for the Inexperienced fire
room personnel to hurriedly close 
down on the feed stop valve because 
of the momentarY rlsc In the water 
level. The correct acLion Is to ex
pect Rnd accept the Initial rl'le as a 
natural consequence of Increased fir
Ing rate. and to open the feed s top 

stili fu r ther to meet the Increased 
water evaporation. The reverse 
takes place when there Is a sharp 
reduction In the fi ring ra te. Again 
the Inexperienced fire- room person
nel has a tendency to open the reed 
stop valve Ins tead 01 closing It a cer
tain amount. Thel·efore. t he effect 
which a n Increase or decrease In the 
firi ng ra te has on the water level In 
the gage Klass must be known and 
expected . and the boiler must be fed 
In proportion to the s team generated. 

The acclden~ described In thts arti
c le. as welt as many others that have 
come to the attention of the Coast 
Guard. could undoubtedly have been 
prevented had the water level been 
properly checked by the lore going 
method. In these modem times 
where chief engineers are responsible 
for boilers that generate water Into 
steam at a tremendous ra te. they 
should be '"ery Insistent In their de· 
mands that wuter gage glasses be 
blown down at frequen~ Intervals to 
make sure the water level. as Indi
cated In the glass. Is a true and not 
a false wa ter level. 

The whole s tory In connection with 
boile r casualties. which are directlY 
attributed to careless operation. can
not be set forth In this article. In
vestigations are now In progres..c; cov
ering the Increasing number of boiler 
failures OCCUrring on Victory- type 
vessels . and It Is anticipated that 
other a r ticles \\'111 soon be released 
on ~hls subject. 

Beware of Exposed Conductors of 
Electricify 

Tv.·o men were killed recently and a. 
third serlou,c;ly Injured while working 
around live bus bars and cable lugs In 
the engine rooms of T- 2 tRnkers. 

The Incidents occurred on two Pa
clnc Coast vessels at sea. On the tl.rst 
vessel. a fa Ulty evaporator was In need 
of repairs and the JUnior Third /IS
s lstant Engineer volunteered to take 
down and examine a short section of 
one-half_Inch pipe line. located close 
to the forward engine room bulkhead 
at a point directly behind the evap
orator. About 10 minutes later the 
First As.c;lstant Engineer noticed Lhe 
Junior Third stagger around the after 
end of the evaporator with his head 
badly bruised and swollen. He told 
the "First" that he had gotten over
heated and had fall en on a. hot pipe. 
An examination of the "J unior 's" 
head by the First Assistant revealed 
three rather deep wouncls on the left 
side. Wi th the surrounding ft esh 
burned. Being In serious condition. 
he was put to bed and later was sent 
ashore to a naval hospita l. where he 
eventually recovered completely from 
his Inj ury. 
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On the same vessel the next. morn· 
lng, the Third Assistant Engineer , orr 
watch, reported to the "First" that he 
was j'cady to work overtime to locate 
the t rouble and make the necessary 
repairs to the eVaporator. He then 
started to take down the one-half· 
Inch pipe line that the Junior Third 
had been working on. TWs pipe line 
was connected to the top of the dia
phragm regulator located between the 
forward engine room bulkhead and 
the forward head of the evaporator 
about 6 feet abo\'e the ·tween deck 
compressor nat. In order to remove 
the last section of pipe. the TItlrd 
Assistant climbed On top ot the evap
orator shell and maneuvered on his 
stomach directly over the diaphragm 
regUlator. This posItion placed his 
body very close to a large number or 
high-voltage cable lugs. After h av. 
Ing worked In this manner for abou t. 
20 minutes, he climbed down from 
evaporator to rest and cool orr a bit. 

He again cUmbed to the top or the 
evaporator shell and was In the act 
ot turnln .:: his body when. without 
glanCing upwards. he raised hls hand 
over his head and struck a bar cable 
lug. A nash of blUe name resulted. 
The Third ASSistant slumped over and 
fell partly orr the evaporator with his 
leg cnught between the Shell and some 
pipe line. Simul taneously, the tur. 
blne drlvlng the propuls ion lI'enerator 
tripped out, thus Idling that unit, 
When lowered down f rom the evap. 
orator b)' the First Assistan t and 
IIo'atertender. It was observed that the 
"Third" was not breathing and that 

hiS (ace had a bluish pallor. Imme
diate etrorts were m ade to revive him 
by artlftclal respiration which was 
continued for several hours until his 
body began to stlrren and It became 
apparent Lhat further clfort woUld be 
useless. 

On the second vessel, certain paint
Inll" of the air compressor nat was In
dicated. The First Assistant Ena-I. 
neer called together three men, two 
wipers and one oller. and Instructed 
them to begin In the ai r compressor 
nat and work downward. He cau. 
tloned them to "keep away trom bare 
electrical wires and hot steam pipes, ,. 
The painting was carried out the flrs t 
day wl~hout mishap. 

The following day, the painting 
wali resumed by the same three men. 
The Firs t Assistant gave them no 
further Inst ructIons and d id not In
spect the a rea to see what had been 
accomplished. One or t he wipers. 
while painting the overhead of t he 
ai r compressor flat under the switch
board, within a few Inches of three 
bus ba rs. was seen falling trom the 
stepladder on which he was working. 
and at the same time the main motor 
was cut orr the line. The victim, 
breathing weakly, was removed to the 
sh1p's hospital Where It was noticed 
that three fingers of the right hand 
were badly burned at the tips. Pur. 
pIe splotches appeared on his body 
and artificial res piration was begun. 
It was continued for over 17 hours 
until he was pronounced dead by a 
medical omcer from a paSSing Army 
transport vesseL 

In the investigation of these two fa
talities It was quite eVident Lha t the 
bw bars and cable lugS were unlnsu. 
lated. unprotected, and unposted. 
While It Is obvious to everyone that 
all necessarily exposed parts of high 
voltage conductors /2,300 volts 00 
each of the vessels) In \'olved herein 
should be guarded with wire metihlns, 
metal covers, warning signs and tags, 
etc.. It Is not always practicable to do 
so. An analysis of the circumstances 
of these two cases reveals that the 
exposed sections were In ordinarily 
Inaccessible locaUons. It Is simply 
not Intended that protective devices 
be a substitute lor common sense and 
human precaution. The human being 
must sometimes guard himself. 

On the first vessel, the Third Assist_ 
ant Engineer c rawled on top ot the 
evaporator shell and was appa.rently 
aware of the proximity or the cable 
llliS. His death was merely a matter 
of momentary disregard or forgetfUl
ness-a "ery ordinary human trait-
as he adjusted hls body leverage while 
In an unnatural position. His work 
could have been performed In com

paratlve safety, as was demons trated 
by the Firs t Assistant Engineer who 
completed the Job after the Third As
sistant was killed. 

On the second vessel. the wiper was 
ki lled while working from a ladder , 
apparently boldlng on with one hand 
and painting around bus bars with the 
other. His mlsrortune was a matler 
of Insumclent Instructions trom his 
superior orncer , the Plrst Assistant 
Engineer. In this case, the First As_ 
sls tant should not have limited his 
precautionary Instructlon.<; to "keep 
away from bare electrical wires 
• • • ," but should have taken the 
three men to the scene of the exposed 
parts and Instructed them what to 
avoid whUe working In the vlcinlty. 

As a general guide towards prevent. 
Ins the recurrence ot Incidents slmJlar 
to the above, It Is highly d c.s lrable that 
while worklns around exposed elec
trical pa rts , such parts shoUld be de
energized, even stopping the vessel. If 
necessary. Or It the work can be 
postponed unUl arrival In port. Lhls 
should be done. It not, then every 
precautionary clfort must be taken to 
Rvold a hUman c irCUit between live 
conductors and metal parts of the ves
sel. There are various schemes by 
which an Individual can InsUlate hlm_ 
sel t against electrical shock. 

It will be observed that one of these 
cases Involved a repair Job whlc.h 
might have been necessary. However, 
the painting ot the overhead was a 
matter of maintenance which couid 
readily have been deterred until the 
vessel was In port, Where the current 
could have been CUt off. 

Revenlng to the protection of 
ha:tardous places. In Section 32.9-3 of 
the Tank Vessel RegUlations and also 
In the regulations for other classes of 
vessels, we nnd that. "I t sha ll be t.he 
duty of the Ins pectors when Inspect
Ing II "essel to see that all exposed 
and dangeroUs places, • • ., are 
properly protected with covers, 
guards, or ralls, In orde r that the 
danger of accidents mal' be mini
mized • • .... It Is apparent that 
the exposed lUgS and bus bars carry
Ing a heavy current were not pro_ 
tected, 

For those wi th mathematical minds, 
the tollowlng ngures mal' p rove con
VinCing. The resis tance of a human 
body Is roughl~' 500 ohms. more or less. 
II rm to arm, or head to foot. P laced 
across a potential o f 2,300 volts, a 
current or 4.6 amperes WOUld PIISS 
through the body. This represents a 
power of 10.5 kilowatts. or a pproxI_ 
mately 13 horses. This Is quite a 
wallop for IIny man to experience. and 
survh·e. The sensible tWng to do. of 
course, Is to avoid that unlucky 13. 

You con ge'-a PERMANENT INJURY with a temporory repair job 
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MOTORBOATS-GASOLINE EXPLOSIONS 


Explosions on Motorboots 

From the pier of a resort on the 
shore of Lake Michigan a Jolly group 
was starLing out on a speedboat run 
around the harbor one July after
noon. The boat was pushed away 
from the pier and drifted a minute 
,,'hUe the operator started the enlrlne. 
The starter took hold. then there was 
a bllndlng flash and explosion, fol
lowed by nre. As a resUlt, three pas
sengers were severely burned, three 
jumped overboard, and the rest had 
to be precariously lnmsterred to an
other craft nearby. This motorboat. 
built before 25 April 1940, met the 
existing regulat ions for its type and 
age, and the fire was promptly extin
lulshed by means of the reqUired flre
nghllng eqUipment, but the accident 
need not have happened If recom
mended practices tor the safe opera
tion or motorcrart had been tollowed. 

Six days later, and a thousand miles 
away, a motorboat carrylni a licensed 
operator and 2 crew members !n ad
dillon to the 15 passengers out for a 
day's fishing trip from a New J ersey 
POrt experienced a somewhat similar 
aCCident. with even more serious re
sults. The motor had been stopped 
and s tarted several times during the 
trip. and an odor of gasoline had been 
detected by t he operator not long be
fore the accident. He had searched 
for the source and had wiped UP a 
suspicious damp spot, thro.....lng the 
rag overboard. A few minutes later. 
,,'hen the engine was again started. a 
terrlnc explosion ensued. Plfteen of 
the eighteen persons aboard were 
hospitalized as a result. and consJd
crable damage was done to the cralL 
Itselt by fire . This boat was Violating 
no mandatory regulations, and the 
conduct of the crew was above re
proach. 

Yet. In each of these cases. there 
" 'as a nagrant disregard for recom
mended practices for !.he care and 
safe operation of motorcraft While 
still keeping wlthln the letter of the 
law. The operators tailed to keep In 
mind that petroleum vapors are 
heavier than air and consequently ac
cumulate In the lowest part of spaces 
or compartments containing them. 
where they are not readily detected. 
Accumulated petroleum vapors may 
lie dormant In the lower part. of an 
engine compartment for a consider
able length of time without. mishap. 
However , shOUld a source of vapor 
Ignition be Inlroduced, such as an 
electric spark, a lighted cigarette, an 
open name, etc. , a disastrous ex
plosion may result similar to the 
explosions described herein. 

To be safe, It Is essentla] that all 
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spaces or compartments which may 
have gasoline vapors In them be 
properly ventilated before attemp(.lng 
to start any type of motors within 
such spaccs. Gasoline vapotli a re 
dangerous. A half pint of gasOline 
Which has vaporl.zed In a closed space 
or compartment may create a poten
tial explosive power of 5 pounds ot 
dynamite. To overcome t he hazard 
of explosion, It Is imperative that ac
tion be taken to prevent the accumu
lation of explosive mixtures, first by 
keeping gasoline or other petroleum 
products from spilling and vaporizing. 
and second by providing adequate 
means for ventilating these spaces or 
compartments. The next step 15 t.o 
eliminate aU sources of vapor Ignition 
In spaces Which may contain explosive 
mixtures. By obserVing recom
mended safety practices, dangerous 
exp]oslons can be prevented. 

Although speciflcatloru; concerning 
adequate ventilation or the various 
compartments are mandatory only on 
vessels constructed or decked over 
after 24 April 1940. the ownetli and op_ 
erators of older craft engaged In car
rying passengers Should examine these 
craft themselves to see that they con
form not only to Motorcraft RegUla
tions but a lso with the recommended 
practices appended to these regula
tions, The tact that a vessel by the 
date of Its construction Is exempted 
from complying with certain require
ments does not absolve the owners 
from reSPOnslbll!ty for the satety of 
those whom they engage to transport. 
or from the observance or recognized 
safety precautions. The Recom
mended Practices tor the Care and 
Sate Operation or Motorcraft are ap
pendcd to Motorboat RegulatiOns for 
the luldance of such owners In check
Ing their satety equipment. It Is 
s trongly recommended that OWners 
and operators of motorboa Wl s tudy the 
regulations and recommended prac
tices carefully In order that aCCidents 
such as those described above may be 
reduced to a minimum. 

The Wages of Careleuness 

All the elements necessary for a dis
astrous aploslon were present; a hun
dred gallons of gasoline hnd leaked 
Into the bilges ; the vapors from this 
gasoline bad spread throltilhout the 
Interior ot t he vessel; and there was 
a gasoline-driven. doublc-duty gener
ator on board. which. If used to pump 
out the bilges. otlered a source of Igni_ 
tion to the \'apors. 

This was the si tuation face'<! by tbe 
captain of a yacht one recent summer 

mornlnl. T be gasoline he had ordered 
from a local dispenser of marin~ sup
plies was then being pumped on board. 
DUring the refUeling operations, the 
dock pumpman, wbo had heard sounds 
of leakage from below, shut down the 
gasoline pump and went Into the en
gine room to Investiga te the cause of 
the apparent leak. He found the star
board tank Jeaklng badly and, by com
paring the amount of fuel he had un
loaded with the amount In the tank, 
he estimated that at least a hundred 
gallons had leaked into the bilges. 
Before rcsumJng refueling operaUons, 
t he pumpman Insisted to tbe captaln 
that the bilges be pumped out and 
went on the dock to borrow a pump 
for that pUrPOSe. The only pUmp 
available was an e lectric pump which 
he refused because of the danger It 
offered as a possible source of Igni tion 
to the gasoline vapors. 

When he had lett the yacht, t he 
gasoline-driven generator was In OP
eration at slow speed charging bat
teries; as he returned he observed 
t hat !.he captain had apparently 
switched the generator over and 
that It was now being used to 
pump out the bUges. Nearing the 
yacht he heard, In rapid sequence. 
the speed ot the generator sud
denly Increase, a lOUd exhaust ex
plosion followed almost Instantane
ously by a t remendous explosion from 
the Interior of the yacht, and saw an 
immediate outburst of Or~. The cas
ualty caused fatal burns to !.he cap
taln of the yacht, seriOUS burns to 
two other persons on board, and com
plete loss of !.he yacht.. 

The coutlie that a S A F E T Y 
MINDED, reasonable, and prudcnt 
man would take to empty the bilges 
would have been to shut down all 
machinery otlerlng a possIble source 
of Ignition to the gasoline fumes, take 
necessary precautions agaInst possible 
asphyxiation. and t hen use a hand 
pump to ball the gasoline out of the 
bilges, being careful not to provide 
a source of Ignition to the explosive 
vapors. The master, by his actions 
In this casualLy, violated the verY 
fundamentals of the rules for the 
safe handling of gasollne. Selen
tlnc s tudies have shown that a half 
pint of gasoline vaporized In a con
Hned space rna}' create a potential 
explosive power ot 5 pounds of 
dynamite. This yacht had an esti
mated 100 gallons of gasoline In Its 
bUges. No one would handle a ton 
and a half of dYnamite In a careless 
manner. In this case a source of 
Ignition was voluntarily otlered to 
\'apors rising f rom 100 gallons of 
gllSOllne haVing a potential explosive 
power of a large barrel of dynamite. 
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II exploded. Very little Imagination 
Is n~ded to picture ~he havoc 
wreaked on th is 88-foot yachl. 

The Coast Guard has repeatedly 
emphasized the necessity of beIng 
SAFETY MINDED when operating 
gasoline-propelled cran . During the 
last 6 momhs of 1945. however. re
port.<; o f 25 cases involving the explo
sions Of p:a.<;ollne vapors on boa rd 
gasoline-propelled craft were received 
at Coast Guard Headctuarters. The 
occurrence of SUch a large number of 
these accidents shows that aU those 
who handle gasoline on vessels are 
nOLo as they shOUld be, SAFETY 
MINDED. 

II Is hard to believe that the cap
tain in this ease was not aware of the 
danger involved in using the gasollne
driven generator while the gasOline 
vapors were so prevalent. He was a 
man of experience and had received 
several Issues of a master 's license. 
His attention had been directed to the 
vapors and ~he gasoline In the bilges. 
The only conclusion that can be drawn 
Is that he thought he could take the 
chance: ~hat he could get away with 
It: that other ships might have ex
plosions. but not his. This frame of 

An Old, Old Story 

The 101l0wlng Incident has hap
pened before and In a ll probablUt}' 
will bappen again. I t has just hap_ 
pe'",1.

U 's the old story of death by 
asphyxiation when entering a sealed 
compartment without preliminary 
airing. This time. three lives were 
lost. 

The Incident occurred on an Ameri_ 
can vessel In an Italian por t . The 
vessel. a Liberty type. was dIscharging 
a cargo of coal. Number 1 hold had 
been Cleared. The chief mate. to_ 
gether wi th the boal.Swaln and two 
AB·s. entered the hold to Inspect the 
t ....'o deep tanks. The deep tanks had 
not been used during the voyage and 
had been lightly sealed to exclude all 
minute particles of coal. The man
hole cover to the starboard deep tank 
.....as the first to be removed. 

The chief mate. upon directing a 
nashllght Inlo the tank. SPOtted a 
piece of Ilimber which he decided to 
remove. He entered the tank and 
descended the ladder to the botlom. 
He took a fe ..... steps a round. Then he 
started up again. Ncar the tOp of 
the ladder he fell backwards to the 
bottom of the tank about 10 fee t be_ 
low. The boal.Swaln and one AB Im
mediately entered the tank to remove 

mind is well suited to a soldier ordered 
"over the toP." but even h is chanCe!! 
are better ~han t he man who takes his 
liCe in his own hands by voluntar ily 
offering a source of Igni tion to highly 
explosive gasoline vapors. In the In_ 
terest o f t heir own safety and prop
erty. operators of vessels having gaso
line-driven machinery are urged to 
follow the bas ic rules of sa fety In 
handling 
MINDED -

gasoline 
observe 

- BE 
the 

SAFETY 
following 

rules : 
1. Fuel tanks should be properly in

sta lled and vented, 
2. Fueling should be completed be

fore dark except In emergenCies . 
3. Whenever boat Is moored atserv

Ice s tation for fu eling : 
A. Do not smoke. Urlke matehes. 

or throw switches . 
B . S top aU engines . motors . Cans . 

and devices liable to produce sparJcs, 
C. Put out all lights and galley 

fires. 
4. Bet ore starting to fuel : 
A. see that boat Is moored securely. 
B . Close aU ports, windows. doors 

and h atches. 
C. Ascertain definitely how much 

additional fuel the tanks will hold . 

ASPHYXIATION 

the mate. The AB started up the 
ladder with the body of the chief mate, 
but before reaching a poInt where the 
second AD could assist . he feU back
wards. The second AB sensed some
thing radically wrong and scurried to 
the main deck for help. 

Several men with a n oxygen breath 
Ing apparatus, life lines. stretchers. 
and wrenches arrived at the scene. 
The second AB entered the tank USing 
a dampened handkerchief across his 
nose and a lIIe line around his chest. 
He was overcome and was pulled from 
the Lank by means of the life line. suf
ferin g no after etrects. The deck en 
gineer. using the oxygen breathing 
apparatus. entered the tank and re
moved the body of the first AB. After 
this was done the brea thing appara tus 
oxygen supply was depleted. 

The tank top was then unbol ted and 
removed. The third mate entered the 
open tank with a life line about his 
~houlders.. Hc removed t he bodies of 
the chief male and the boatswain . 

All three of the reeovered bodles 
were rushed to a hospital In an ambu
lance. S hortly thereafter. the master 
was notified that the three men had 
been pronounced dead. 

After contact with the American 
Consul. ar rangements were made to 
embalm the bodies and relaln them 
aboard the vessel until Its return to 
the United States. Three weeks later, 

5. Ourlng fu eling: 
A. Keep nozzle of hose. or can . on 

contact with fill opening to guard 
against possible static spark. 

B. See that no fuel spills get Into 
hull or bilges. 

6, Arter Cuelln!l Is completed : 
A. Close lUi openings. 
B . Wipe up ALL spilled fu el. 
C. Open all ports. windows. doors 

and hatches . 
D. Permit boat to \'entllate for a t 

least 5 minutes. 
E, see that there is no odor of !laso

line In the eniline room or below 
decks before ~tartlng machinery 0 1' 
lighting fire. 

F. Be prepared to cast otr moorings 
as soon as engi:.e starts. 

The Coa.<;t Guard has available for 
distribution copies of the pamphlet 
en titled " Motorboat R.eiulatlons" 
which has. in addition to the regula
tions. excellent material on recom
mended practices for the care and 
safe operation of motorcraft. Copies 
or this pamphlet can be secured at 
the nearest Coas t Guard Marine In
spection Omce or upon request from 
the Commandant, U. S. Coast Guard. 
WashlnlHon 25. O . C. 

the bodies were forwarded to their 
next of kin. 

It was concluded that the three 
deaths were not due to negligence or 
Inattention to duty on the part of 
the master or any member of the cre ..... 
other than those who Inadvertently 
mct death. The chle! mate. a seaman 
wi th years of experience. should have 
known the danger that exis ted. In 
"nterlng a tank whlcb had not been 
aired. The boatswain and AB, not 
realizing the cause of the chief mat.e's 
collapse In the tank. were overcome 
In an attempt to assis t him. 

In apprais ing this unfor tunate In l

cident the Master could only say, ··It 
Is beyond my comprehension why .. 
licensed omcer with the experience Iand ability o r ________ . the chief 
mate. would enter any vacated long. 
sealed compartment before lL~ing the 
precautions with which h e was en_ 
tirely familiar . of testing It with one 
ot the t ....'o name sa fety lamps aboard 
ship," 

The les.<;on to be learned from this 
accident has been taught many Urnes 
before : NEVER. NEVER. NEVER en_ 
ter any compartment which has been 
clo.~ed tlght.ly for some time. without 
fi rst checking It.~ oxygen content. 
Human beings. even marIners. require 
oxygen for the sustenance of JUe. 
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A5phyxiotion from G050line 

Fume5 

Numerous articles ha\'e a ppeared 
In ~hls and other publications empha
sizing the precautions that should be 
exercised before an Individual enters 
a space or compartment likely to con
tain polsonous ga.~ or an a tmos
phere wblch Is deficient In lire-sup
porting oxygen. By illustrating wllh 
actual casualty cases. It has been 
Plown how accidents have occurred 
through the failure of ships ' personnel 
to heed the normal safety precautions, 
and It has been the hope of the Coast 
Guard tha t In this manner Individuals 
""ould learn f rom the experiences of 
others. and the number of casualties 
of this type would be reduced consid 
erably. 

Only recently another casualty oc
curred through the failure of shlp's 
personnel to take proper safety pre
cautions. resulting In the asphyXiation 
of one man and the serious gassing of 
lWo others. The vessel concerned was 
a tanker which. at the time of the 
casually, had j us t completed the dis
r.harglng of gasoline at a foreign port. 
The shore personnel had requested 
that the lines be fiushed With salt 
. 'ster. which necessitated a man 
descending Into the pump room to 
open the sea suction. The chief mate 
and the first pumpman were aware of 
the fact that there were considerable 
gasoline fum es In the pump room even 
though both doors and the ventilating 
hatches . 'ere open. 

Gasoline fumes In the pump room 
had been a cause fo r concern for some 
time. As a matter of fact. the quan
lIty of gas was so great afLer leaving 
the last. loacl.lnl port thAt the master 
and chief engineer conferred on the 
adVisability of Wrnlng back. The 
voyage was continued. however . when 
an examination revealed leaking 
ilands on the cargo pumps and It was 
believed that. by taking up on these 
glands. the leaks could be stopped. 
Apparently this was effective as long 
as no cargo was being discharged 
but, as soon as unloading operations 
were begun. the leaking condition re
turned and the pump room nUed UP 
with petroleum fum es. 

These fa ct.s were known to the chief 
mate and first pumpman when they 
were standing near the pump room 
dlscu.'\SIng the need of sendln, a man 
below to open the sea suction In order 
to nush the lines with salt water. The 
tlrst pumpman believed he could per
form the task required and began to 
descend without any breathing appa
ratus or life line. even though a strong 
odor of gasoline fumes was emanat
Ing from the pump room. Upon 
reaching the second landini, he be-
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gan to stagger. Two men rushed to 
his assistance and managed to get 
him on deck " 'here he lay fo r about 
10 minutes recovering from the In
halation of the gasoline fum es. The 
casua lty report does not reveal why 
the man chose to r isk his lIle when 
the presence of fum es should have Im_ 
mediately warned him t.ha~ some form 
of breathing apparatus would be re
quired. This vessel was equipped with 
one fresh air and two oxygen breath
Ing apparatuses ; however. the crew. 
Including the officers. were, for the 
most part. In doubt as to their place 
of stowage on shipboard. It was un_ 
doubtedly the general lack of fam ili
ari ty with the places where this equip
ment was kept which led to the pump_ 
man descending Into the gas-filled 
pump room wi thout proper saret)' 
equi pment. 

While the pumpman was recovering 
from his first experience. two members 
of the crew searched for and located 
Lhe fresh air breathing apparatus. 
Upon their return with the equipment, 
the pumpma n had recovered sum
clently to state that wi th this mask 
he could make the bottom of the 
pump room. In splle of the man's 
wUlIngness to try again to gO below 
to open the sea suction. he should not 
have been permitted. to do so. Hav
Ing once been overcome only a short 
time before. h is lungs and head were 
not clear enough to stand a second 
exposure and the posslbUlty of a sec
ond whtn of the fumes. 

Nevertheless. the mask was tested 
to Insure proper operation and was 
then ntLed tightly about the head of 
this Individual. He again descended 
to the bottom of the pump room and 
attem pted to open the sea suction. 
At this time. he was aware that he wa.'I 
getting dizzy again from gas which 
seemed to seep In around the top of 
the mask. Apparently the ma.~k had 
not been properly ntted and. as a re
sult. full protection was not afforded. 
The man again passed out-this Lime 
at Ihe boLlom of the pump room. 

Due to the (allure to attach a life 
line to the pump man prior to his en
tering the space, he could not be 
pulled out upon collapsing from the 
fumes. The Investigation revcalcd 
that the reason for not attaching a 
life line to the man was because none 
was around at the time. It was locked 
In the boatswain's locker. the key to 
which was with the boatswain. who 
was ashore. Another key had been 
assigned previously to one of the om
cers present at the time of the casu
alty, but he s tated that he did no~ 
take the time to find It since It was 
mixed up wl!.h a bunch of other keys 
In his desk. 

Upon noticing the pump man's col 
lapse. the chief mate called for a mask 

and was brought a spray-gull mask. 
This he donned And Immediately pro
ceeded toward the bottom of the 
pump room. Life lines had not been 
.secured as yet. Inasmuch as a spray
gun mask 1."1 designed to Hlter out 
liqUids suspended In the air in droplet 
form. lIuch as Is the case When spray
Ing paint onto a suriace, and Is not 
designed to niter out gases In a dry 
s ta te. this type of mask afforded the 
chief mate no protection and, as a 
resUlt, he soon bellan to feel dLzzy and 
made a rapid retreat. He managed 
to reach the second grating before 
collapsing. from which point he was 
as.~ lsled to the open deck. 

About this Ume, the master arrived 
on the scene and. upon appraising the 
situation. Immediately called for an 
oxygen breathing apparatus and life 
lines. both of which were obtained. 
The quartermaster was n tted with the 
breathing apparatus. The mask and 
\'alves were adjusted and tested prior 
to hl.. descending Into the pump room. 
I t Is not known . however. Whether any 
attention was paid to the Indicator. 
which shows the quantity of oxygen 
available in the cylinder. Although 
lire lines had bC(!n secured and 
brought to t he scene, the quartermas
ter en tered the pump room wit hout 
one being attached to him and with
out taking one to sccure to the pwnp
man who wu stili lying unconsc.lous 
below. The quartermas ter reached 
the noor of the pump room and bodily 
carried the pump man to the first 
grallng and then a ppeared about to 
collapse. From the Investigation. It 
could not be determined whether he 
collapsed because of a leak around the 
face mask, the lack of sufftclcnt oxy
gen becau.~e of his exertion. or be
cause the oxygen cyllnder was ex
hausted. Upon testing the cyllnder 
lhe folJowl ng day, there was no 
oxygen in It. When the master ob
served that the quarLermaster was go
Ing to collapse. he descended without 
any mask or life line to the nrst grat
Ing In an attempt to assist him. 
While a iding the quartermaster. both 
he and t he quartermaster collapsed 
a t the fOOLof the ladder leading to the 
weather deck. Numerous att.empts 
were then m ade by various members 
of the crew on deck to get Ufe lines 
around the three Inert men. Finally 
Lhey were extricated and given artl
nclal respiration until the ambU.lance 
arrived and removed them to t.he hos
pital. The pwnp man and tbe quar
termaster recovered. but the master 
died at the hOSPital. 

This casualty Is of particular Inter
est because. with the exercise of nor
mal safety precautions at the very 
beginning. the foregoing series of 
events could have been prevented. In 
reviewing this case. there are certain 
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points which should be particularly 
noted, as follows: 

fa } The faHure 0 1 the chief mate 
and the first pump man to realize that 
the presence of gas fumes In the pump 
room neceSSitated the exercise of 
safety precautions, A fresh air or an 
oxygen-breathing apparatus with 11fe 
lines Should have been procured. 

(bl Apparently the exhaust fan for 
the pump room was not put Into oper
ation until some time during the cas
ualty. As soon as the odor of petro
leum fumes was noticeable, ventila
tion of the pump room should have 
been provided either by blowers, wind 
salls, or other efI1clent means. 

(c l Having collapsed once from t he 
Inhalation of gas fumes. the pumP 
man should nOl have been permitted 
to make a second attempt. even 
though provided with a sultable mask. 

Id ) Entrance into gM-fi lied spaces 
should not be permitted until it has 
been definitely ascertained that the 
fres h air or oxygen-breathing appa
ratus Is properly ruted and h as been 
tested to Insure proper operation. In 
the case ot oxygen-breathing appa
ratus. valVes should be tested and ad 
Justed. The pressure Indicator should 
be thoroughiy checked In order to con
firm that the oxygen cylinder is a mply 
filled and Is not liable to become ex
hausted during the period of Its use. 

(e) Spray-gun masks and the can
Ister-type gas masks are 01 no use 
whatJ;o.ever In spaces where there Is a 
deficiency of life-supporting oxygen. 

(I) No person should be pennltted 
to enter a space containing poisonous 
l ases or an atmosphere which Is de
ficient In oxygen unless a lire line 1! 
attached to his body, even though he 
may be equipped with the proper type 
of breathing apparatus. While below, 
he should be continually watChed by 
a man on deck who can observe the 
party's actions and Immediately call 
help when a.ssis tance Is needed. By 
means ot the lite line, rescue can be 
easily performed. 

I,) The omcers of a vessel should 
be thoroughly acquainted wllJl the lo
cation 0 1 a ll breathing apparatus and 
life lines. and should conduct. at perl
od[cal InterVals. drills to make certain 
that the crew [s aiso acquainted WIUl 
the location of the equipment. Its use 
and proper operatlon . In thls con
nection , the crew Should also be thor
oughly trained In the method of ap
plying art.lHclal respiration. 

(h) Keys to cabinets, lockers, and 
other storage places where vital safety 
equipment Is stored should be tagged 
tor ready Identification. Keys of this 
nature should not be thrown In a 
drawer with many other keys as in the 
foregoing case. since considerable time 
Is lost In locating the deSired key. 

In this particular casualty, there 

.....as an obvious lack 0 1 experience on 
the part of the crew and the omcers 
In the use of the equipment as well as 
In Ita location . The Importance of 
both cannot be stressed too strongly. 
The delay In securing safety equip
ment and the time consumed by Inex
perienced crew members In donning 
such equipment can mean the dIRer
ence between life and death to the 
man who has collapsed below. In the 
case set forth above, only 15 minutes 
e lapsed between the time the pump
man originally entered the pumproom 
and the time !.he men were finall y ex
tricated. yet one of thcse men died. 
Remember that a ll cargo spaces and 
spaces which have been elosed for a 
considerable period 01 Ume may possi
bly contain poisonous gases or be de
fi cient In JUe-supportlng oxygen and 
It Is. therefore. necessary that the ut
most precaution be taken before Indi
viduals are permitted to enter. 

Corban Mono xid e Again 

Tokes Toll 


The ever present danger of as
phyxiation b~' carbon-monoxide gas 
bas been much emphasl7.ed In connec
tion with closed ,arages and Lhe ex
haus t. from automobile engines ashore, 
but the lact that this odorless gas can 
be Just as Insidiously deadly ( rom a 
s tove In an unventilated space afloat 
Is cvldenced by the foll owing recent 
Incident. 

It was the custom on a nonlnspected 
fishing \'cssel sailing out from New 
Bedford, Mass.. to employ someone to 
sleep aboard as watch man arter the 
supplies for a voyage had been loaded 
preparatory to satllng. Upon the oc
casion In ques tion. n young dock la_ 
borer had been employed to watch the 
boat for two nights. and had brought 
a friend to share his vlllii. As the 
weather was unusually cold , the two 
boys. aged 16 and 17, built a coal nre 
In the fo recastle s tove. and then closed 
clllStie bunks, and both were found 
dead n day later f rom asphyxiation 
by carbon- monoxide gas. 

The only fa ult manifested in this 
orr the air vent which leads through 
the deck. and also closed the shutter 
on the companionway. They then 
turned In for t he night In the fore
case was Ignorance or thoughtlessness 
In clOSing all the openings t hrough 
which \'ent llatlon might have taken 
place, and thus eXhausting the air of 
nil but t he deadly aas. The action 
was a natural one. In view ot the cold· 
ncss at the night. and therefore It 
cannot be emphasized too forcefully 
tha t nre should never be allowed to 
burn In an unventilated )Ivlng space 
with human beings. as the oxygen nec
essary tor life wlll eventually be con

sumed. and unconsciousness and 
death will resUlt from the lethal car
bon monoxide. 

When there is plenty of pure oxy
,en, as when the air Is In moUon , car
bon monoxide mixes with It and Is not 
dangcrous. However, When released 
In closed places It Is deadly polson
."'One exposed to carbon monOXide In 
dangerouS concentrations will be af
fected as follows: II he has been 
breathing even small amounts for a 
long time a tight feeling across the 
forehead wllJ be the reSUlt. and this 
will be followed by a throbbing head
Ilche. In addition he becomes nerv_ 
ous, depressed, and dizzy. The tace 
may become Hushed and the eyeballs 
become bright red. A Sickness In the 
stomach tOllether with vomiting rna)' 
occur. If exposed for too long a time 
the \'Ietlm will pas$ OUt. 

To render first. aid, ca rry the pa
tient to the fresh air at once. If he 
has s topped breathing or Is gasplnll 
give arUHcJal respiration. which prac_ 
tlceshould be known by every seaman. 

Loosen the man's clothes. Rub h i.:! 
hands and feet. Keep his body warm 
with blankets and hot wa ter bottles 
(don 't let t he bottles burn him). 
Keep him at rest. 

Ne\'er le t a carbon- monoxide vic t im 
get up and walk about until he Is en
Urely recovered ! Many lh'es ha\'e 
been lost because people thoUllht the 
victim could walk off the eflects r ight 
after he came to. Exercise simply 
speeds up the a ttack of the monOxide 
on the hear t. When this happens, the 
patient may collaPSe and die befoft 
help can reach him. Keep the man 
"turned In"_lt may be several daY5 
before he gets over being uncomfort_ 
able. dizzy, and nauseated! 

Resp irClto ry Equipm e nt 

It has been noted from stud}' lng the 
casualties occurring on merchant ves
sels that a considerable number of 
these have occurred through the fail_ 
ure of shlp's personnel to understand 
the construction, purpose, and protec
tive IImlt.atlons of the resplrato!1' 
eq uipment found on shipboard. In an 
effort to reduce lJle number of casual
ties occurring. the above points will b@ 
discussed In this article as they apply 
to the fresh-ai r breathlnll apparatus. 
the oxygen-breathing apparatus. th~ 
canister-type gas mMk, and lile name 
safety lamp. 

In using Lhis equipment It Is also 
necessary to clearly understand Its 
proper upkeep, the correct ad jus tment 
and above all. Its s towage location on 
shipboard. HOlllever. this can only 
be accomplished throuah t he use of 
the respirator)' protectors In drills 
and from a study of the Instruction 
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booklet which accompanies each piece 
of equipment. For this reason the f!.t
ting and testing o( protective equip
ment will not be discussed to any 
length In this article. 

The fresh-air brealblng apparatus 
Is of simple construction, consisting of 
a faceplece, a hose. and a hand-oper
ated pump. The pUIJlp Is located in 
a carrying case and when In operation 
is placed on deck In the fresh air ad
jacen~ to the compartment being 
entered with suction so placed as to 
prevent Ingress of contaminated va 
pors. A long l-Inch hose is led from 
the pump and attached to the face
piece. As the wearer makes his way 
through the gas-affected area, he 
trails the hose. keeping It at all times 
free and clear. Fresh air Is pumped 
to him through the hose by an at
tendant at the fresh-air pump. 

The only limitations to the fresh-air 
breathing apparatus are the length 
of hose which Is generally less than 
150 feet and the places which may be 
traversed without the hose becoming 
entangled and (ouled. Since fresh air 
Is provided (or respiratory purposes 
there Is no time lImit to Its use. and 
the eQUlpment can be worn with safe
ty In any concentration o[ gas and In 
any oxygen def!.clency. 

The oxygen-breathing apparatus Is 
Of more complicated construction 
than the fresh-air mask and Is char
acterized by having the process of In
haling and exhaling accomplished en
Urely within the equipment carried by 
the wearer. In this apparatu.~ the 
eXhaled gases pass through a regen
erator containing a chemical sub
stance wh ich purlf!.es t.hese gRSe.5 by 
removing the carbon dioxide waste. 
This purlfted air Is allowed to pass 
freely Into the breathing bag from 
where It mixes with new oxygen com
Ing from an oxygen cylinder which Is 
also a part of the apparatus. 

Since the breathing cycle Is self_ 
contained. this type of respiratory 
mask Is also a reliable protection In 
any concentration of gas and In any 
oxygen def!.clent chamber. However, 
there Is a limit to the length of time 
In which It may be used with complete 
safety. The oxygen-breathing ap
paratus Is made in three sizes: t he 
%-hour size, the I-hour size ; and the 
2-hour size. On Lhls apparatus there 
Is a pressure gage which IndIcates In 
aURospheres the pressure of the 
oxygen In the cylinder. In a fUll 
Cylinder th e pressure Is approximately 
135 atmospheres or 1985 pounds per 
square Inch. When the gage Indicator 
approoches the 15 atmOSPhere mark 
(printed in red) the wearer is advised 
to ret.urn to the fresh air Where the 
oxygen cylinder, which Is now rapidly 
approaching exhaustion, may be re
placed by a full cylinder. It Is Im-
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portant to note at t his point that when 
the oxygen cylinder Is used up and re
placed by a new one, the regenerator 
must be emptied and ref!.lled with new 
chemicals. Each new cylinder of oxy
gen reqUires a rcfilllng o( the regen
erator. Unless these two Items are 
replaced simultaneously the protec
Uon alforded by such an apparatus 
will be questionable. 

The third type oC respiratory pro
tector Is t he canister-type gas mask. 
This Item consists of a faceplece. an 
InhRlation tube, an a canister. 
There are variOUS types of canisters 
and. therefore. it is important to knOl ..· 
what. gases will be encountered in en
tering the space and to conf!.rm Crom 
the label on the canister that It Is 
des igned to give protection from the 
gases in question. On shipboard two 
kinds of canisters are usually found. 
one being a general pm"pose type 
which atrords protection agains t al
most any kind of gas likely to be en
countered. the other being a type 
designed for use against a particUlar 
refrigerant used. However, these 
canisters. regardless of type, give pro
tection In gas concentrations up to 2 
percent only and no more. wit h the 
exception that In ammonia gas they 
wlil give protection up to 3 percent. 

The canister-type gas mask Is 
usually equipped with an automatic 
timer which Indicates the serVice time 
undergone by the canis ter. However. 
this timer Is designed for carbon mon
oxide only since that gas Is tas teless 
and odorless. Other gases can, RS a 
general rule, be recognized by taste or 
odor and when tile presence of such a 
gas Is noticed In the mask. the timer 
shOUld be Ignored and a retreat to 
fresh ai r made at once. R egardless of 
the gas exposed to, do not remain In a 
space when the timer shows that the 
ute of the canis ter is exhausted. 

In connection with the canisters. It 
Is important to be familiar with the 
time limits of their usefulness. Can
Isters are constructed with a hole In 
the bottom through which gases pass. 
At time of manufacture thls hOle Is 
covered with a seai. With this seal 
Intact. the canis ter may be used any 
time within 5 years from the date of 
manufacture which Is noled on the 
canister. Before the canister is put 
to use thiS seal must be removed and 
the date o( breaking the seal must be 
entered on the canister In ink. Do not 
enter this date with pencil because It 
will possibly become lllegible after a 
short period of time. One year from 
this date of breaking the seal. the 
canis ter shOUld be discarded even 
though it may not have been PUL to 
much service. In use the canister life 
should be based on the timer or when 
It Is noUced that gases are passing 
through. However . a canister should 

not be used for more than 2 hours 
even though the timer may not show 
complete exhaustion of the canister 
and even though the passage of gases 
Is not noticed by the wearer's sense of 
smell or taste. The service life o( a 
canister as set forth above Is based on 
a gas concentration of less than 2 per
cent. With a higher concentration. 
the service I1fe will naturally be less 
and th.ls should be kept In mind. The 
time Jlmlts of usefulness as set forth 
above are not to be considered as 
minimum periods of positive useful
ness s ince the chemicals In the canis
ters deteriorate more rapidly In damp 
atmospheres. resulting in a shorter 
life than that Indicated. The atmos
pheric condition surrounding the 
place of stowage has a considerable 
bearing on the shelf life of canisters 
and therefore the time limits as given 
should be considered as average 
limits under normal conditions only. 

In using this type oC mask It Is very 
essential that the wearer know Its 
protective limitations. The most Im
portant limitation Is that the mask 
provides no protection In spaces where 
there Is an oxygen deficiency. The 
air we breathe contains approxl
matel}' 20 percent oxygen and 80 per
cent nitrogen. The gas mask wlli not 
alford protection when the oxygen 
content has been reduced to 16 per
cent. In order to detect the oxygen 
def!.clency the f!.ame safety lamp Is 
used. This lamp will not burn when 
the def!.clency of oxygen reaches the 
low point of 16 percent. Therefore. 
before using the canis ter-type mask. 
a f!.ame safety lamp should be lowered 
Into the space to be entered to f!.rst 
ascertain whether there Is an oxygen 
deficiency. If the lamp goes out. the 
fresh-air mask or the oxygen-breath
Ing apparatul'l m\lst be used because 
the canister gas mask will afford no 
protection. Whenever the canister 
type of mask Is worn the fl ame safety 
lamp shOUld be carried along by the 
wearer of the mask. When the fiame 
safety lamp goes out. he will know 
that a location has been encountered 
which is defi cient In oxygen and a 
withdrawal to fresh air should be 
mRde at. once. 

The name safety lamp has Its lim
itation In that It will not reveal \he 
degree of concentration of gases other 
than oxygen. I t Is possible to have 
suffic ient oxygen In a space to support 
life and still have a concentration of 
carbon monoxide which wllJ produce 
death. For this feRSon care must be 
exercised In entering spaces with a 
canister- type gas mask. Where pos_ 
s ible, it Is desirable to have the atmos
phere of the space chemically ana
lyzed so that a true picture of the 
hazards of the space to be entered 
can be known by the Individual 
concerned. 
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The name safet)' lamp Is so con· 
structed that It can be used with 
safety In spaces containing combus
tible gases. The lamp Is equipped 
with a gauze mesh which permits the 
entry of gases. Should these gases be 
combustible. the Ignition and burning 
Is connned within the lamp so that the 
atmosphere outside the lamp will not 
be Ignlled with possibly an explosion. 
However. acetylene and hydrogen 
gases a rc of such light character that. 
they will penetrate the fine gauze pro· 
tector In the light and cause an explo· 
! ion before the pl'esence of the gM Is 
known. 

Although the fresh-all' mask. oxy
gen-breathing apparatus, and canis
ler- type Bali mask together with the 
name safety lamp have been discussed 
with regard t.o their construction, pur
pose. and protective limitations, they 
a re not thc onb' types of protective 
equipment which will be found on 
shipboard. However. the foregoing 
types are the only ones that should be 
worn In entering spaces liable 1,.0 con
tain dangel'ous atmospheres, The 
other types, such as the spray-gun 
mask. will not alIord protection In 
such (paces. They a re designed for 
different purposes and their limita
tions should be known before making 
use of such masks. 

There Is one Item of eqU1pment 
""hlch hu not been mentioned as ye t 
and which Is very e.ssentlal In the use 
of any of the foregoing breathing ap
paratus. That Item of equipment Is 
the life line. No Indivldua] should be 
permitted La enter any dangeroUJi 
space wi thout having a life line at.
tached to him and without having a 
man on deck continually observing 
his actions so that aid can be called 
Immedlately w h e n assistance Is 
needed. By means of the life line, 
re5Cue can be easUy performed with
out further endangering the Jives of 
others. 

Ship's personnel should make them_ 
selves full)' acquainted with all of the 
foreaolng respiratory equipment. The 
Instruction booklets should be thor. 
oughly studied so that the proper 
method of nltlng and testing the 
equipment will be understood. DrHls 
should be held periodically to train 
the crew In the proper nttlng and ad
Justing of these masks. Occasionally 
It Is a good Idea to n il a connned space 
with smoke by burning rags In a 
hucket so that Individuals can enter 
the area with the equipment and thus 
Rain assurance and conndence of posi
tive protection. When such a set -up 
can be arranged, the student shOUld 
take the name safety lamp along to 
watch so 8J! to become familiar with 
the effect of gas or smoke on the blaze 
of the lamp. At the same time he gets 
the experience of breathing through ,. 

the gas-mask canister o r t·he fresh· 
all' or oxygen-breath ing apparatus as 
the case may be. Where breathing 
a pparatus may be used by more than 
one person, the masks. especially any 
mOUlh and Dose pieces. should be dis
Infected after each person has used 
thcm. 

The Importance of being thoroughly 
trained In the use and limitations of 
the reliplratory equipment cannot be 
stressed too s tronRly. Only recently 
the Coast Gua rd was advised of a 
CMualty on a lank \'essel. the pump
room of whiCh contained gasoline 
fumes and quite likely an oxygen de
nclency. Through the failure of shlp's 
personnel to know the location of the 
respiratory equipment aod IU use and 
limitations. four men cntered this 
compartment and collapsed. Each 
man \l.<;ed a dUferent type of equip
ment and through lack of familiarity 
WIUl the equipment, did not derlv!' 
the desired protection. T he fre.'.h
air breathing apparaWs was used and 
apparently was not ft tted properly. 
since gas leaked In around the face_ 
piece. The oxygen·breathlng appa
ratus was equipped with an oxygen 
cylinder which was nearly exhausted 
and did become exhausted during use. 
A spray-gun mask was used and this 
type of equipment provided no pro
tection In such a dangerous spate. 
The fourth man entered without any 
form of equipment. None of these 
four men was equipped with lire lines 
which consequently hindered rescue. 
The collapse of each man and the lack 
of a life line for safety purposes fur
ther endangered the lives of their 
reseuers. This case well illustrates 
that when this eqUipment Is in the 
hand.ll o f a novice. It may constitute a 
hazard to life. In being improperly 
used and in giving a fa.l5e sense of 
security to the user. The effective
ness of this equipment depends upon 
the knowledge and skill of the shlp's 
personnel. 

Flame Safety Lomps ' 

Flame safety lamps are required 
equipment aboard passenger vessels. 
Fl ame safe ty lamps should be used to 
test. lhe oxygen content before men 
are allowed to enter places where oxy
aen denclency Is liable to occur. such 
IU holds In which a nre ha ..~ been 
smo]derlng. or where solid CO, has 
been \l.~ed as a refrigerant. or In deep 
tanks which have been ruled with 011 

'~..rpt trom ldin"l11 Ctn:u1ar No. oM 
publ lAhed b y the U . S. Ikpartment or the 
I nlerlOl', Bur..au or Mines. Copte. me), 
be o btllined trom the Superintendent of 
OOeuments. U. S. Oo\,unm..nt Printing 
OIne .. , WIl5h1ngton 25. D. C .. at 10 cent. 
Jl"r copy. 

or molasses and which have nOL been 
t horoughly aired out; or in fuel or 
water tanks which may have been 
sealed for some time. etc. 

As a special safety percautlon men 
wearing gas masks In any part of the 
vessel where a deficiency of ox)'sen 
might be encountered should cam' 
a flame safety lamp. 

Normal all' contain!'! 21 percent oxy
gen. Candles or n ame safety lamps 
cease to bu rn when the oxygen content 
Is lowered to 16 percent. (Oncon
selousnes." occurs In humans when the 
oxygen coment d.·ops to 10 percent.) 
Therefore. the u~er Is warned of o:ll:y
gen deficiency In time to withdraw to 
a place of safety. 

The Hame safety lamp with metal
ga~ enclosure W8!l Invented more 
than a century ago. prlma rly for its 
sa fe light; however. It soon became 
the standard deVice for detecting the 
presence of explosive gases. H stili 
Is Lhe most widely used devlcc for this 
purpose and Is also Lhe most practica_ 
ble means of detecting deficienc), of 
oxygen In connned spaces. 

A permissible fiame safet)' lamp Is 
simila r In a ll respects to one that, 
after a series of tests, has been ap
proved by the Bureau of 1tllnes as 
safe for use In gas.~y spaces. However. 
safety depends largely upon the way 
lamps are ma intained and used. 

Occasional reports of gas ignltloru; 
by supposedly permissible saIety 
lam~ Indicate much misconception 
as to the con!'!truction and assembly 
of lamps and of limitations In their 
use. 

Because of excessive gumming reg
ular 	motor gasOline Is not suitable B! 

name-lamp fuel; however. the follow
Ing suitable fuels are avaUab]e : 

1. 	AUantic 70' naphtha (AUantic 
Refining Co.). 

2. Preedom sa fety-lamp fuel (Free I

dom 011 Works Co.>. 

3. 	Gulf. clear, 70 octane aviation 
gasoline (Gulf Oil Corpora
tion >. 

4. 	Sinclair sately-lamp fuel (Sin
clair Refin ing Co.). 

5. 	 Standard solvent n aphtha No. I 
(Standard 011 Co. of New Jer
sey and subsid ia ries). 

6. Waverly sa fety-lamp fu el (WaIverly 0 11 Works Co,). 
\These fuels are uncolored. s tralght_ 

run gasoline having a medium d1l!tu
laUon range of 90· to 330 ' F . Because 
a ll fuels may develop gumming prop
erties on standlni. especially If C% 
posed to sunlight, they should be 
bought In limited amounts-not mOre 
than 1 month·s supply-and kept In 
an opaque conta iner. 

When a lamp Is refueled ca re should 
be taken not to spill the fuel on the re
lighter, as this decreases the Intensity 
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·of the rellghter spark and Is also a 
source of vapor, which tenda to de
stroy steady bUrning of the normal 
name. The excess fuel .!j hould be 
poured from the fount a fter each fill
Ing. 

One requirement for permissibili ty 
Is that a new lamp shall bum at least 
12 hours per ruling with approxi
mately 1 Illch name height. This In
.!jures that all lamps, If given reason
able care. will burn for at least 8 
hours. Failure to burn for 8 hours 
b due chiefly to decreased fuel space 
In the fount as the cotton and wick 
become Dlled with gum. Lamps can 
be so neglected In this respect that 
they will not bum for 8 hours unless 
the founts a re Dlled to overDowln/j:.

Even though the lamp Is not used 
there will be a gradual loss of fuel 
through evaporation from the wick. 
It is, therefore, advisable to have 
available a reserve supply of fuel . 
One satisfactorY method of keeping 
a small reserve hllndy is to use a 1_ 
pint copper-plated englnecr 's filler 
with screw cap on the Hiler spout. 
This filler should be kept fill ed .....Ith 
fuel and stored near the lamp. 

The care that lamps receive depends 
upon the relative experience of the 
person In charge, age of lamps. condi
tions under which they arc used. 
availability of lamp auxiliaries and 
repair parLS, a nd degree of supervi
sion and discipline. 

The following factors In mainte
nance are suggested as essential to 
keeping permissible fl.ame safety 
lamps In a safe and satisfactory con
dl tloll. 

Cleaning involVes the removal of all 
dirt, r ust, and Innammable materials 
from all parU! of the lamp. 

Oil Pollution Is Dang erous 

011 spread On water may help to 
calm a rough sea, but all on the sur
face of water In the ViCinity of docks 
and anchorage.s Is out of place and 
creates very dangerous condlUons. 

Only recently the master and the 
chief engineer of an American tanker 
were In a native boat going ashore 
from c.helr ship. They rounded the 
stem of their vessel and headed for 
some concrete steps at the foot of the 
dock. Ai; the boat struck these steps 
an open-flame lantern tn the rowboat 
toppled over and Ignited 011 on the 
surface of the water. Immediately a 
huge Dre broke out. with tl.ames at 
times reaching as high as the stack 
of the tanker. The last vIew th05C 
on the stern at the tanker had of t he 
occupants of the rowboat showed that 
they had arisen from their seats In 
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C]eanlni the fount should Include 
remo"al of a ny deposits from the re
lighter nle wheel and of charred ma
terials from the wick. The rellghtcr 
then should be adjusted to give ade
Quate sparking. 

One of the most severe tests of a 
flame safety lamp in methane-air 
mixtures Is to place It unlighted In 
an 8.S-percent miXture and then op
erate the rellghter to produce an In_ 
ternal exp]oslon. which drives the 
flame of the exp]oslon through the 
gauze at high speed. To prevent ex
ternal I;nltlon the lIauze wires must 
cool the tl.ame In this very sbort time 
to below the Ignition temperature of 
the surrounding mixture. Therefore, 
while the gauzes and glass a re being 
cleaned all parts and lurfaces should 
be inspected carefully for possible 
defects. 

Any of the fol]owlng defects in the 
gauze lowers the capacity of the gauze 
to cool the exp]oslon name and there
fore decreases safety : A broken gauze 
wire. an enlarged m esh. mesh wIres 
that have decreased appreciably In 
diameter by successive cleanings, and 
wlrC.!! that are coated wi th scale or 
rust of lower thermal conductivity 
than t he orlglna] wire. A gauze that 
has any of these defects should be 
destroyed to prevent further use. 

The Inspection also should sho..... 
other possible defect.!;. such as a 
cracked or chipped glass. a broken 
gasket, a gasket doubled back on It
self. an Inadequate rel lghter. or a de
formed bonnet. Failure of a glass
would expose the lamp flame and 
cause Ignition of an external explosive 
mixture: a glass therefore should not 
be used if It Is damaged In any way. 
A defective gasket usually does n ot 
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the boat and were tryln; to reach the 
steps 80 close to them. 

The fire was of only a few minutes' 
duration and was Quickly extin
guished with the ship's hose and (oam 
type extinguishers on the dock. 
There was no damage to the tanker 
but all three occupants of the row
boat were killed. 

No satisfactorY explanation was 
found a.s to the origin of the 011. The 
dock was constructed of concrete and 
In such a manner as to make It Im
pOS5lble for all to accumulate on the 
water beneath the dock. All PDS5lble 
safety measures and precautions had 
been taken by the crew of the tanker 
before transfer operations were com 
menccti. The sole possibility left Is 
that perhap.~ proper precautions were 
not taken by the c rew o( a foreign 
tanker moored to the all dock di
rectly ahead of the American tanker. 

form an adequate safety joint between 
the glass and 8auze ring. A defective 
rellgh ter Is lndlrectly hazardous In 
that It Invites unsafe opening o( the 
lamp In an attempt to relliht It. 

The size of the bonnet louvers Is 
determined by the opposin g require_ 
ments at adequate venU!atlon In stu! 
atmospheres La gh'e a freely burning 
fl ame and effective shielding of the 
gauzes In moving atmosPheres: de
formation of the bonnet usually In
terferes wl~h norma] burnln8 of the 
lamp and may seriously lower Its 
safety factor. 

Each lamp part also should be ex
amined as the lamps are assembled to 
make sure that all parts are Included 
In the assembly, that each Is In Its 
proper place, and that asbestos Ra.~ 
kets are above and below the glass. 
When the bowl Is screwed to the 
trame It should be turned until the 
81ass can just be turned by a thumb 
and one nn;er to ailow for expansion. 

The (ollowlng precautions should be 
observed In using a flame safety lamp : 

Be sure that the lamp Is locked . 
Examine the lamp carefully to see 

that It Is In good condition before 
USing It. 

00 not carry the key which opens 
the lamp with you. 

Do not attempt to opcn the lamp 
In hold or tank. Always take Into 
fresh air. 

Be sure that lamp gauze Is clean. 
Do not we one with rust, dirt, or oU 
on gauze. 

Do not let lamp smoke. Soot may 
flll up the gauze. 

Lamps that have not been used for 
some time may have r usty gauzes and 
hardened wick or gUmmy fu el. Do 
not use such a lamp. 

Stringent regulations are enforced 
In domestic ports as to transfer oper
ations. all pollution. and the preven
tion of nre hazards. This accident 
happened In a foreign port where, ap
parently. such measures were not SO 
rigidly enforced. It then becomes 
the responsibility of the master and 
his crew to acl as their own guards. 

This unfortunate accident was not 
caused by any negligence aboard the 
tanker . Some re1lectlon Is cast, how
ever. on the Judgment of master and 
Lh e chle! engineer. the heads of their 
respective departments In not notic
Ing and realizing the Inherent danger 
of having an open-flame lantern In a 
rowboat traVeling through an all slick. 
This account Is made Il"allable to em
phasize the potential danllers of 011 
pollution and In the hope that Its 
telJlng may prevent accidents of 11 
similar nature. 
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Violations of Oil Pollution Act 

The spilling or pumping of 011 Into 
harbono creates one of ~he gravest nrc 
and explosion hazards to vessels and 
waterCront Installations. The 011 
Pollution Act, 33 U. S. C. 431.....437. seeks 
to prevent tbese dangers by making 
It unlawful for any per!lon to dis
charge 011 from a vessel Into the 
«Iastal navigable waten of the United 
States. Violators of the act are sub
Ject to a criminal penalty of Imprison_ 
ment of not less than 30 days nor 
more than 1 year and to a nne of not 
less than $500 nor more than $2.500. 
The vlolallng vessel may be pro
ceeded against for the collection of 
the monetary penalties. 

The reasons this law shoUld be Im_ 
plicitly obeyed are obviOUS and prac
tical. This war with Its vast Increase 
oC shipping and !lhlp movemenu gives 
great urlency to these reasons. Yet 
this ac t Is frequent lY violated . For 
example. during the year 1944. In the 
8th Naval District Gulf Coast a rea. 
121 cases of Violation were reported. 

all pollution violations ha\'e been 
the direct cause of serious war losses. 
On October 21. 1944. a comparatively 
small amount of 011 spillage caused a 
nash nre at. Berth 223. Los Angeles. 
which engulfed two Navy LaM's kill
Ing 10 naval personnel. 8 civilians. and 

Injuring over 100 persons Including 
15 naval oMcers and seamen. ProP
erty damage in excess of $225.000, In· 
eluding over $100,000 dama ge to tbe 
LaM's. was Incurred. 

The LSM's 211 and 212 were moored 
side by side a longside the wharf at 
Berth 223. At 1 :55 p. m. a spark from 
spot welding operations on t he bow ot 
the Inboard LSM Ignited nammable 
vapor from volati le oil noating on the 
water alongside the ship and trapped 
under the dock. The Ignition of this 
011 and vapor resUlted In a nash n re. 
A huge sheet of flame spread Instantly 
upwind over t he weather and gun 
decks of both vessels and downwind 
over the deck of the wharf. This 
sheet of name caused the explo~lon of 
numerous oXYacetylene cylinders and 
ruel tanks of welding equipment lo
cated on the LSM's and wharf. This 
Initial bla.~t seared all persons In Its 
path, and. while of on ly a fe ll.' seconds 
duration . was undoubtedly respon
sible for the loss of life and Injuries 
In this nre. U was amant! the per_ 
sonnel of the LSM 211 and 212 where 
the greatest loss of life occurred . 
either d irectly from burns or from 
leaping overboard and drowning. 

A Coast Guard Port. Sccurlt.y har
bor patrol boat reported the fire by 
radio at the Instant of 1t.6 occurrence. 
The rapidny wi th which th e n ame 
spread may be observed by the 
photograph taken by a Coast Gua rd 

Port Security fire fig htln j[ unit about 
five minutes a fter the start of t.he 
nre. At this time the under struc
ture Ilnd deck of the wharf. t he 
LSM's 211 and 212. a portable po..... er 
crane. 12 electr iC welding mllchlnCll. 
and 10 trucks and automobiles were 
entirely Involved with fire. The In· 
board LSM 211 had considerable fire 
on deck with :.make coming up from 
below deck. The outboard LSM wa..~ 
afire topside and In the forwa rd gun 
turreu. 

The two probable l!O Urces Of 011 
spill age causing this disaster Involved 
~ma. 1l quantities of 011. A tanker III 
Berth Hit In pwnplng blillast from 
the number 1 tank discharged Cram 
50 to U O barrels of toluene into the 
water a n hour and nve minutes before 
the nre occurred. A fe ..... hours before 
the accident a baJ1!e loading a cargo 
vessel with bunker fuel twice sPIlli'f 
Iln unel!tlmated quantity of dl tlle l fuel 
Into the water bc<:ause of faulty ship· 
board connections. 

This disaster Is clCllr evidenc~ of 
the necessity not only of preventlnl 
any 011 spillage In harbors but a lso of 
Immediately reporti ng to the Coast 
Guard Captain of the Port ,,-ny spill
age observed. The danger of nash 
fires rrom oil spillage will continue to 
be great so long as harbors remain 
crowded Ilnd welding operations on 
pleu Ilnd on shlpbollrd continue at 
the present rate. 

RADAR PLomNG AND NAVIGATION 

Radar Plo"ing 

Elsewhere In thl"i Issue there ap
pears In the column "Lessons from 
Casualtle.~" an a rticle on a collision 
In a fOil' In which one of the vessels 
had a radar In operation. There It 
was pointed out that despite the fact 
a veMel has a radar she Is not relieved 
of the duty of complying with the 
rules of the road. 

A number of article~ have appeared 
In these "Proceedings" on the subject 
of radar. In these there wa..~ mention 
of the necessi ty of using the Informa_ 
tion furnished by the radar to make 
a plot to determine the track of the 
tarlet. Because It seemed obvious 
that how to make such a plot would 
be wi thin the knowledge of any oMcer 
on a bridge watch no diSCUSSion on 
this point was made. 

However. the fact that th ere are 
on record fou r collisions in fog In 
which one of the ships had a radar In 
use leaves us no other Impression than 
that there is a need for education on 
the mat.ter. 

Two Of tbe four colllslon.~ were 
meetln, situations and the other two 

were crOssi ng cases. If these ap
proaches had been made in broad 
daylight the omcer on watch would 
have had little dlmculty in estimating 
the s.ltuaUon. It might take him .~ome 
time to determine U a vc$..,e;1 slght.ed 
dead ahead. hull down. Involved a 
meeUng or an overtaking situation . 
but In time he would have the answer. 
By taking bearings durlnl the a.p
proach he could h ave determined If 
there was risk of coll ision. 

Everything he could have done with 
h is. naked eye the radar ca n do. but 
bettcr. Can he nx the ~peed of the 
other vessel? Can he accurately de· 
lermlne 11.5 course? Can he accu· 
ra te ly determine t he dis tance orr? 
No. but the radar can supply the 
information which will enable him to 
do 110 IF he knows. how. 

The radar wil l. In addi tion to a bear
Ing. supply the range. A!;erles of such 
ranlcs and bearin gs will. If pl'operly 
plotted Ha kinl Into account the move_ 
ment of your own vessel during the 
Intervals}. tell you the course and 
speed of the vessel. Knowing this you 
know whether the approach Is one 01 
meeting. crossing. or overtaking. 

w ah this knowledge you are In a PGl'1
tlon to decide how to avoid that vessel. 

Let us 8.-"-Sume you are on watch on 
the high seas on a shi p In a pea·sotlp 
fog (a nd don't forllet to l!Ound that 
.....hlstle everY 2 minutes even thoulh 
you do have your radar In operation). 
Let WI also assume the ship is making 
15 knots. which Is Il moderate speed 
only as long as there Is no collision. 
You or someone else Is looking at the 
radar scope periodically or maybe 
continuously. and If It Is periodicallY 
It shou ld be much oft ener than every 
10 minutes. The radar is. workln!!: 
beautifully and eventually Il target Is 
picked up dead ahead distant 10 mUes. 

Now U It were a clear day there 
would be no dlMculty. There should 
be none with the radar supplying In. 
formation. Your main concern is to 
determine whether you are In a meet
Ing. cross ing. or over taking !lltuaUon. 
As.~u mln@.' that the bearing remains 
cons tant. you know that you are either 
overtaking or meeting the other vessel. 
A little thought on the matter ..... 111 
give you the answer. You know your 
speed Is 15 knots and that you travel 
a mile every 4 minutes. 1f the target 
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L~ a lightship on station your ship will 
close It at the rate of her own speed, 
that Is, every 4 minutes the radar 
range will be 1 mile less. If It Lakes 
more than 4 minutes for the range to 
decrease 1 mile. you should know t hat 
you are overtaking. Let us say it 
takes 6 minutes, you know then that 
the rela tive speed Is 10 Imolli. With 
your speed of 15 knots yOU are gaining 
only at the rate o( 10 knots. obviously 
the other vessel is making 5 knots on 
the same course. Conversely. if the 
range decreases 1 mile in less than 4 
minutes. the two vessels are approach
ing on reverse courses. If she Is mak
ing 5 knots. the relative speed of ap
proach Is 20 knots and the range 
should drop a mile every 3 mlnutes. 

Having made the determination 
whether it is a meeting or overtaking 
situation you are In a position to take 
avoiding action. Take It early. give 
the other vessel a wide berth. and In 
the meantime keep her under obser
vation in the radar scope for any pos
slbie changes In speed or course. 
Afte.· all. she might have a radar too 
and might have taken avoiding action 
also. 

Let us take a crossing situation. 
Suppose you pick up a target Lh,'ee 
points on the starboard bow. If It 
were In sight, you would .step to the 
peiorus and take a few bearings to 
see If the bearing changed. The same 
thing can be done with the radal". In 
addition to the bearings it will also 
give you the ranges. Ir the bearings 
change rapidly. the chances are good 
the vessels are going to pass well clear 
of each other. U the bearings do not 
change. or only slightly, the vessels 
are on colliSion courses and something 
has to be done. Here, again. get your 
information early. decide what best 
need be done and !.hen do it. early, 
keep the vessel under observQtlon In 
the radar for any changes she might 
make which could nullHy the action 
you took. 

To mQke the plot, previously re
ferred to, In order to determine the 
course and speed of the target Is a 
simple matter. Suppose you are mak
Ing 15 knots on a course nort.h true 
and a target Is picked up bearing 50· 
true at a distance of 10 miles. Take 
a piece of paper. or a plotting sheet, 
or a mooring and maneuvering board 
(H. O. 2665J, or if the secood mate 
doesn·t object use the chart and run 
off a line Indicating your course of 
north true. Then from a point on this 
line run off a line 50· ll'ue and at a 
point 10 miles to scale on this line plot 
the posi tion of the target. Six minutes 
later the range and bearing is 8¥4 
miles on a bearing of 55°. During this 
time you have moved ahead 1~~ miles. 
Plot this point and from there run off 
a line bearing 55° and mark a point 
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8¥4 miles from your position. Draw a 
line JOining the two positions of the 
target and extend It unU! it crosses 
your track. With the parallel rUlers 
run t.hls line down to the compass rose 
and you will nnd that the vessel Is on 
a course or 2820 true. Then with your 
dividers determine the distance be
tween points. You will find that dur
Ing the 6 minutes the vessel has moved 
a half mile. therefo re her speed m ust 
be 5 knots. 

The point at which the two lines 
cross Is 8.1 miles from your position 
at time of the first bearing and Is 7.8 
miles from the first position of the 
target. H both vessels maIntain theIr 
courses and speeds your vessel will ar
rive at the point In 32 minutes while 
It will take the other vessell hour and 
34 minutes. 

Don't be satisfied with only two 
bearings. In the instant case the tar
get vessel might have Increased speed 
to 15 knots right after the second 
bearing, thus changing the situation 
as to Involve risk of collision. Unless 
a continuing plot Is made any change 
in the situation would not be detected. 

The vessel picked up by radar has 
been referred to here as the target. 
This is a poor selection of words as a 
target Is usually thought of as some
thing to hlL. This is one case where 
In missing the t.arget you get satis
faction. 

Rodor Novigotian 

When radars were firs t Installed on 
merchant vessels there was optimism 
that vessels so eQuipped would never 
become inVOlved in collisions. There 
was a tendency to think that the radar 
Itself would prevent such casualties. 
Seven COllisions Involving American 
ships eQuipped with radar emphasize 
that avoidance of a COllision Is solely 
dependent upon the action taken by 
the omcer in charge of the navigation 
of a ship. 

These seven collisions In fog con
sisted of two cases In which the radars 
were not In operation. two c rossing 
si tuations. and three meetin!! situa_ 
tions. In one collision each of the 
vessels Involved was operating her ra
dar while In the other six only one 
of the vessels was fitted with radar, 
Of ~hese seven COllis ions only one has 
reached the courts and a decision 
handed down. This was a case In 
which the radar was not being used. 
There Is little precedent at this time 
on which to base any duties which 
may be laid upon radar-eQuipped ves
sels. therefore it Is necessary to specu
late on what duties the courts are 
likely La reQuire of radar equipped 
vessels. 

But before tackling such specula
tion it will be well to consider Jus t 

what. are the capabilities and limita
tions or radar. First a radar will at 
Its best supply a bearing and a range 
somewhat greater than the distance 
along the line of sight.. It Is neces
sary that the pulsations emitted by 
the radar transmitter hn some ob
Ject and be renected back to the re
ceiver , which converts t.he elapsed 
time InLa distance. The effective 
range is dependent among other 
things upon (1, the height of !.he 
radar antenna, (2) the size and char
acter of the target, and (3) the effec
tive height or the target above water. 
Thus a ship the size of the America 
would be detected at a greater dis. 
tance than would a trawler ; a steel 
hull would be detected at a greater 
range than would a wooden hull 01 
the same size. We commonly think 
of a target as something to hit. As 
far as the radar Is concerned the other 
vessel Is a target because It has been 
hit,,; but a.s between vessels. although 
referred to as a target. it Is a target 
In which the greatest satisfaction 1~ 
received In missing It. 

Dependent. upon the three factors 
mentioned a radar will detect a target 
Within Its effective range and produce 
a pip on the scope. However, Inter
ference caused by rough sea condi
tions, rain. and snow can obscure the 
radar scope so that targets will not 
appear through the sea-return or rain 
and snow-clutter apparent on the 
screen. In a rough sea a small craft 
may not be detected Ir. at the time 
pulses are sent out along Its line of 
bearing, the boat happens to be In the 
trough of the sea. 

Knowing the Information that 
radar can supply, what use can be 
made of this Information ? A single 
range and bearing will merely give a 
point at which the target was located 
at a given time. rr a series of points 
can be obtained we know from our 
study of geometry that a line can be 
produced. Thus. a series of radar 
ranges and bearings will, when plotted 
correctly. give the course and speed 
of the target. Continuous observa
tion thereaf ter will Indicate any 
changes In course or speed which the 
vessel may make. Having this knowl _ 
edge the oMcer on watch. taking Into 
consideration other factors such as 
sea room. depth of water, presence of 
other vessels, etc.. can determine the 
best action to take to avoid the target . 

The one court decision holds t..l8t 
In a fog a vessel eQuipped with radar 
mUH use It. In the case of the Barrll
l'rfed,ford (85 Fed. Supp. 622 ) . the 
Barrl/ sighted a fog bank dead ahead 
and entered It 12 mlnut.es later Wltll_ 
out any reduction In Its speed of 18 
knots. During the Interval and up to 
the time of collision 2 minutes after 
entering the fog bank the radar was 
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not operated. The court stated, "The 
failure of the Barrl! to use her radar 
Is the mo~t ~erloU5 and sl ni~ter Ill5pcct 
of these cases. The perfection of that 
device is thought to have Invoked a 
new concept of responsibilities at
taching to vessels so equipped , louch
Ing their handling In or ncar a fO@: 
are • • •. I cannot so read that 
case (The Penn8JIlvanfa I It! to find 
refuge for the Barril in Its ample
folds. for the sUpulated proof here is 
that the olIendlng shIp could have in
formed herself of Ute presence and 
track o[ the Medford In abundnnt time 
to have avoided by a wide margin nny 
danger whatever of striking her. On
der such circumstances It Is impos_ 
sible to yield to the argument for the 
Barrl!. that her conduct Is to be con
doned to any extent, [n view of her 
failure to employ the very device 
which was Ins talled to prevent a 
collision • • ." 

Here. then, Is a. duty laId upon 
radar equipped vessels to u~e the 
radar In or near a fog. Dictum In the 
opinion Indicates [.hat with Il. radar In 
operation the court would requi re rur
ther that a series of ranges nnd bear
ings be taken and ploUed to determine 
the course and speed of the tarllet In 
lime to take aVOiding action. The 
court said "for the stipulated proof 
here is that the otfendhl ll ship could 
have Informed herself of the presence 
and track of the Medford In abundant 
time to have avoided by a wide margin 
any danller whatever ot strlklnll her." 
Iltallcs added.) 

At nlllht In clear weather under nor
mal conditions a radar can detect a 
vessel before Its lights can be picked 
up with glasses. Also, under normal 
conditions the liGhts of a veMel can 
be picked up and bearings taken to 
determine If the vessel Is on a collision 
course In sUftlclent time tor the bur
dened vessel t.o take such avoiding 
action as may be necessary to enable 
her to keep out of the way of the 
other. The quesUon Qrlses whether 
radar will be required to be used on a 
dark night with a clear atmosphere. 
Ordinarily the answer will be In t.I1e 
nellatlve. However , there are two s it
uations where a veMel might be held 
at fault for fail ure to use her radar. 

Oftentimes the IIghls of a vessel are 
sighted but the omcer on watch Is un_ 
able to determine until the vessels 
are close aboard whether his vessel Is 
a burdened or a privileged vessel . 
Having the dictum that the t rack of 
a vessel can be determined by radar 
It may well be held. where a collision 
occurs by reason of a failure to Inter
pret properly the sighted lights, that 
If lSuch doubt could have been cleared 
up by using the radar a veasel will 
be held at fault lor failure t.o do so. 

The second si tuation In wblch a ves
sel may be held at fault for failure 

to use rada r on a clear d.ark nlllht 
Is that of a fast vessel approaching 
waters In which It Is reasonable to 
expect small craft fttted with IIl1hts 
which need not be Visible for a dis
tance IIreater than 2 miles. Here, be
cause of the great speed of the vessel , 
Lhe time permitted to estimate the slt
uallon and to determine what action 
on Its part Is required by the rules Is 
relatively small. With radar In OP
eration the small vessels could be 
picked up, under average conditions, 
at II reater dis tances than the ranges
of visibility of their lights, with a cor
responding increase in time for study 
of the situation. 

It Is In running In reduced vlslblllty 
Lhat most problems will arise. IlS Is 
prov~n by Ute seven collisions In f Oil . 
Article 16 of the International Rules 
provides. ·'Every vessel shall. In a fog . 
mist, failin g snow. or heavy rain
s torms, gO at a moderate speed. hav
Ing carelul regard to the existing cir
cumstances and conditions.'· In a fog 
a speed of 15 knots by II. vessel with her 
radar in operation Is moderate only so 
long as she Is able to avoid colHslon 
by Intelligent appllcatlon of the Infor_ 
mation supplied by the radar. There 
Is no doubt that the courts will apply 
the present rule as to what Is moder
ate speed In a fog even though one 
of lhe vessels Involved In a collision 
had a radar In operation. The fact 
that a collision ha~ occurred Is Indica
tive of a lack of careful regard to the 
eXisting circumstances and conditions. 
Careful regard to these would require 
a determination of the track of t he 
other vessel plus proper avoidlnll ac
Lion. 

U no action Is taken to make a 
rUnning plot. or U the target Is nrst 
picked up at such a short range, either 
because of the character of the target 
or because of Ina ttentive observation 
of the radar scope, that there Is likely 
to be InsUftlclent time to determine the 
t rack In time to take aVOiding action, 
It Is only reasonable to require a vessel 
to reduce to t hat speed which will en
able her to be stopped In h alf th e 
range of visibility. An Instance of a 
case in which such a rule might be ap
plied Is that In which a ship running 
at 15 knots detected a tarllet at 2~ 
miles slightly on the s tarboard bow. 
No plot was made and at such a short 
range It Is unlikely th at there would 
have been time enough to determine 
Its track and to decide on avoiding ac
tion. Reduction In speed Immed.iately 
upon detection of a close vessel wUl 
allow more time for determining track 
and at the same time will bring t he 
vessel in compliance with the rule on 
speed In a fog. In two other cases the 
radars picked UP the other ships at 
ranges of 8 miles. Here there Wit! no 
need of slowing down Immediately but 
Inasmuch as no plots were made th e 

speeds being made are not likely to be 
held as moderate. 

Reference has been made to certain 
conditions which may creQte such In 
terference thaI. targets will not appear 
through the sea-return or rain-clutter 
on the screen. Here. not only Is the 
vessel tog bound but also the radar. 
A vessel In such a case should be con
sidered as though she had no radar. 
It Is true that pips may a ppear In some 
sectors on &.he scope but In those sec
tors which are obscured it Is not rea
sonable to take a. chance that no ves
sels are In those arelt!. In the event 
that the interference Is marked a re
duction to sighting speed will be neces
sary to a\'old liability for runnlnll at 
excessive speed. 

What of the case when In a fog a 
vessel forward of the beam is picked 
up by radar? Is the vessel required 
to stop her engines and then navi
gate with caution? If the pertinent 
rule Is interpreted literally the answer 
Is NO. The rUle sta tes: "A steam 
vessel hearing, apparently forwa rd of 
her beam. the foil' signal of a vessel 
the posItion of which is not ascer
tained shall. so far as the circum
s tances of the case admit. s top her 
engines. and then navigate with cau
tion." Two elements are required ( 1) 
the hearing of a tOil s lsnal forward 
of the beam , and. ( 2 ) the position of 
the other vessel Is not ascertained. 

Ordinarily a radar wllJ detect a ves
sel lOng before 1I.s fog s ignal can be 
heard and usually there wUJ be sum
dent Ume to determ ine the trtlck of 
the vessel and thus avoid her. with 
the chance that her fog s ignal wUl 
never be heard. Assuming that after 
avoiding action i~ taken Its signal Is 
heard., there Is no requirement that 
the engines be stopped as her position 
Is It!certalned. However, if there Is 
any doubt that the vessels will clear, 
common sense. which Is another 
phrase for good seamanship, would 
dictate a strict com pliance with the 
rules Including a reduction of speed 
until all danger has passed. 

Once action has been taken and It 
Is a pparent that the vessels will pass 
safely. the master s tili has the burden 
of running a continuous plot t.o In.<;ure 
that. the other vesse l makes no change
In course or speed which will nullify 
the action previously taken. In this 
connection. although the stress has 
been on the avoidance of col1l~lon, 
the value of a record of an accurate 
plot might be mentioned In the event 
a collis ion does occur. With a log of 
ranges and bearln liS and Umes It Is 
poS5ible to show that the other vessel 
was nOL running at a moderate SPeed 
with the hope that. divided damages 
will be the decision ot the court. 

The discussion up t.o this poInt has 
been di rected to situations In which 
only one of the vessels was equipped 

January 1949 20 



with radar. These are relalJvely sim
ple as compnred with the problems 
Involved where both vessels approach
Ing In a fog are equipped with radar. 
Present day radan; are not equipped 
to determine If another vessel within 
radar range has a radar In operation. 
That being so the vessels cannot be 
consldcred as being within sight of 
one anothcr so that the burden can 
be placed on one or both \'essels as it 
might In clea.f weather. I nstead the 
case Is one of good seamanship and 
each should nssume that the other Is 
not radar equipped. 

In the approach of two radar 
equipped vessels In a fog there are 
Hve possible situations: 

I I) 	Neither vessel Is using radar; 
( 2 ) Both are USing and neither Is 

plotUng Ule Information: 
(3) 	Only one vessel Is USing radar : 
(4) Both are uslng .but only one Is 

plottlnll the Information; and 
(5) Both are using and plotting. 
In the event of a collision In any or 

t.he above si tuations It Is likely that In 
the first two cases. where neither ves
sci Is using radar or where no plotting 
Is made. each vessel will be held at 
fauH. If the ruJlng In the Bal71l case 
Is follo ....·ed. Where OW)' one of the 
vessels Is using radar or In the case 
where both are USing but only one ls 
plotting the same resulL Is likely. al
though the condlLions may be such 
that only one may be held at faull . 
Assuming that the vessel which Is not 
using the radar, or Is not using It 
etJecUvely, Is running at a moderate 
speed and otherwise complics wlLll the 
rules It Is possible that the other ves
sel wUl be held solely at fault on the 
theory of the "last clear chance" doc
trine, and especially so If she main
tains a speed which Is high. Of cour:;e 
where both vessels are running at high 
speed. there Is no question but that 
divided damages would be the decl
~Ion. 

It Is the last situation . where each 
vessel Is track.lng the other. that will 
offer dlmcun problems. With exis t
Ing radan, neither can determine If 
the other 15 also operatln& a radar. 

'4 	 Thus. In a crossing situation In fog It 
cannOl be held that the vessel which 
has the other on her s tarboard shall 
keep clear. The case ls more like one 
of special circumstances and each Is 
bound to keep clear Ilf the other. 
What avoiding acllon ~ to be laken 
15 a matler of good seamanship. As
~umlng that the vessels are picked 
up at 6uch ranges 8$ will permit time 
tor tracking, normally the action t..o 
be taken should be that which would 
be taken If the vessels were In sight 
of each other. In what de\'elops to be 
a meeting sltuo.tlon the normal action 
to be expected would be for each to 
change course to the right. In a 

crossing situation If the plot Indicates 
that the vessels will pass well clear of 
each other, no action Is required. 
II they are on collision or near colli
sion courses. the safest procedure 
would be for the vessel with the other 
on her starboard hand to reduce to a 
speed which Is moderate lor the vls
Iblllty, until such time as It 18 cvldent 
that danller of colllsion no longer ex
Ists. A continuous plotting will, of 
course. be requi red for detcrmlnaUon 
of any changes In course or speed 
which Increase the possibil ity of COl
lision. And If the target Is fi rst de
tected at such a short range that 
there I.s little opportunity for accurate 
tracking. prudence would require a 
reduction to moderate speed and com
pliance with the other rules for navi
gation In reduced vLs.lbllIty. 

In summation radar equipped ves
6elS. In Urnes of reduced visibility 
should use the radar: determine the 
track of targets; run at sighting specd 
when (1 ) the target Is first detected 
at a short range. ( 2 ) no plot Is being 
made, or ( 3 ) rain. snow. or sea return 
obscure the radar screen: maintain a 
continuous plot to detect any changes 
of course or speed by other vessel: take 
such avoiding acLion as would be dic
tated by good seamanship and pru
dent navigation. 

There Is no Intent to convey any 
thought of approval of radar equipped 
vessels running at Immoderate speeds 
In thick weather. The records show 
that those Involved In coliMons have 
done so, and being realists. we antici
pate others will also. The rules on fog 
navigation are stili In effect. We do 
wish to emphasIZe, however. that, re
gardlC!\9 of how helpful radar Is, it 
takes a human being to take the 
action necessary for avoidance of a 
collision. 

Radar Did Not Prevent Th ese 


Collision s 


A Federal District Court ruled that 
a vessel was solely respons.Jble for a 
COllision In failing to operale her 
radar set prior to entering a fog bank. 
£The Medford, 65 Fed. SuPP. 622,) 
The fa.ct.s served as the basis of the 
article ··Collision In Fog Bank" ...... hlch 
appeared In the June 1946 Issue of 
the 	Proceedings. 

The Army transport Thomcu Barf1/ 
was proceeding on an casterly course 
In the vicinity of George's Bank at a 
speed of 18 knots. A fog bank was 
Sighted dead ahead at 1015 and was 
entered at 1037~~ without any reduc
tion In speed. The Hrsl fog signal 
was sounded on the whistle on enter
Ing: the fog and a second was sounded 
about a minute later. The collision 
occurred very shortly arter, at 1039. 
when the Barril struck the trawler 

Med/ord on the starboard s ide Just 
forward of amldshlp:s. As the Barril 
picked up sternway In response 1.0 a 
full-as tern bell given a fter sighting 
the trawler the bo ..... was withdrawn 
from the hole In the Medford and the 
latter sank Immediately. 

The Barril was equipped wlLh a 
radar and there were assigned and 
on board two Na\'y tadnrmen to oper
ate the set when ncces..~ary to do so. 
Attempt. was made to locate the radar 
operators by messenger In order to 
put the radar In operation before 
entering the fog but they could not be 
located In time. The court com
mented that no elIon IIms made to 
contact them over another modern 
device. the public-address system. 

In the previous article the discus
sion was pointed toward the duties or 
a vessel approaching or sighting a fog 
bank. It was explained that the 
courts have held that a vessel Is re
quired to give warning of Its approach 
on a fog bank by sounding fog s ignals 
and to reduce speed before entering It. 

On the use or radar til :.> court had 
this to say: '·The failure of the Barril 
to use her radar Is the most serious 
and s inister aspect of thcs:.> cases. 
The perfection of that de,'lce Is 
thought to have Invoked a new con
cept of the responsibilities attaching 
to vessels so equipped. touching their 
handling and operation In or near a 
fOil area .. .. ". 1 cannot so read 
that opinion IThe Penll.!lIlt'anfa\ a.! 
to Hnd refuge for the Barr" In Its 
ample folds, for the stipulated proof 
here Is that the offending ship could 
have Informed herself of the presence 
and track of the M edford In abundant 
time to have avoided by a wide margin 
any danger whatever of striking her. 
Onder such clrcullUtances. It Is Im
possible to yield to the argument for 
the Barril. that her conduct Is to be 
condoned to any extent, In view of 
her failure to employ the very device 
which wa.s Installed to prevent a COl
lision. and to operate which she car
ried two men having special rating 
In the United States Navy to attest 
their quallflcatlons. and who had no 
duty on the ship other than to operate 
the radnr unit .. .. .. " 

This case Is the nrs t collision re
ported to the Coast Guard In which 
one of the vessels was equipped with 
a radar. Another collision which oc
curred at about the same lime has 
been reported , and It Is Interesting 
to note that one of the vessels was 
fitted with a radar and had It In 
operation prior to the co11lsl:>o. A 
Victory ship heading southward from 
New York In a tog picked up wllh the 
radar a target bearing slightly on the 
starboard bow a nd distant. about 2\~ 
miles. Despite the use of this ··antl
collision·· device a collision was not 
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avoided and an auxiliary yacht was 
sunk wl~h loss of ure. 

It .....ould appear ;hat after detection 
of tbe yacht was made by the radar no 
etlort was made to take a series of 
ranges and bearings to determine the 
course and speed of the tarilet vessel. 
If this had been done the mate on 
watch .....ould have had Information 
.....hlch, If used Intelligently. would , 
have enabled him to take a\'oldlng 
action . 

These cases serve to Indicate that 
an undentandJnil of the limitations 
of radar and of the Intelligent use or 
radar Is necessary If casualties such 
I!.S thes~ are to be avoided . 

Reliable radar ranges are depend
ent upon several factors . The mONt 
Important are ( I i the helahl 01 tne 
radar antenna; (21 the sl.ze of tbe 
target; and (31 the effective height 
of the target above waler. The first 
factor may be considered as a fix~d 
one although the height of the an
tenna will vary with chanaes In draft 
of the vessel. The other t .....o are vari
ables and because of this they should 
provide Information to the radar 
operator. 

A ship such a.5 the Amenca, for 
example. would be first picked up on 
a radar at a much greater d istance 
than .....ould a trawler. Similarly see· 
tlon., of the coast of California would 
be picked up at a greater distance 
than would the New J ersey shore. 
The range at which an object Is first 
detected therdore gives some Indica
tion as to the size of the target and 
of Its effective height above the water. 

The dlectlve height ot the target 
above water Is a matter that should 
be considered carefully In making a 
landfall with radar. Unless some 
thoUghl Is given to the nature of the 
shore the navIgator can be mislead as 
to his acwal dIstance from the shore 
line. wllh a possible stranding the 
result of his failure to appreciate t.he 
s ituation. Assuming an approach on 
a coast where low, fiat land extends 
Inland for some distance. the range 
Indicated on the radar Is more than 
likely to be that of high land back 
from the shore Une. Unless this IS 
realized the actual d lJl tance from the 
shore line Is less than It Is thought to 
be. giving the omcer the Impression 
that the ship Is farther ort shore than 
It actually Is. To mlnlml:!:e this dan
aer the Coast Guard Is condUCting ex
periments with radar refiectors and 
radar beacons. Ret1ect.ors are mount
ed on buoys, daymarits. and light_ 
houses. Some of these deVices are ef· 
fectlve In extending appreciably tile 
distance at which buoys :tre picked 
up. Radar beacons have been experi
mentally Installed to provide azimuth 
lines from headlandS or lighthouses 
for additional Identincation . e~pecial_ 

Iy where the radar pattern Is not 
outstanding by reason by low· lying 
land targets or submerged dangers 
far from good radar targets. In addl· 
tlon to these experiments the Coast 
and Geodetic Survey have produced 
special charts with colored areas cor
responding to radar displays. Since 
the radar display Is often quite die
ferent from the ordinary chart by 
reason of the outstanding prominence 
of high hills. these charts are spe
cially prepared to furni sh this Infor_ 
mation In addJtlon to the usuallnfor
maUon supplied In the standard 
chart. 

WeMhcr conditions may limit the 
effectiveness of the radar. Under 
rough-sea conditions the radar scope 
can be obscured by sea return any
where from ~ mile up to 7 miles 
or more. depending upon the type of 
radar aod the condition of the sea. 
Heavy snow or rain may completely 
obscure the screen such that a vessel 
within radar range will not be detected 
or will be detected only by the most 
careful scrutiny of the scope and ma
nipulation of the controls. Under 
such conditions the courts. no doubt. 
wlJl hold a vessel at fauilin a collision 
if in poor visibility the speed Is not 
moderate and if a proper lookout Is not 
maintained. In a rough sea a small 
vessel or berg may not be detected If, 
at the time pulses are sent out along 
Its line of bearing. the vessel or berg 
Is In the trough of the sea. Here there 
will be no reflection of the pulses to 
the l'adar receiver and consequently 
no target will appear on the screen. 

Present-day radars are IImlled as 
to the minimum range at which a tar
lIet can be held. This minimum may 
vary from 90 to 400 yards. A vessel 
may be picked up at a dis tance of 12 
mlleJi and can be held on the screen 
until It gets Within the minimum effec
tive range. However. the omcer who 
permits another vessel to come within 
that range and disappear from the 
screen ls very liable to have It next 
appear In his port or starboard s ide. 

Much useful InformatIon can be 
gained by usln!!: the radar In clear 
weather when other vessels are In 
sight, when making landfalls 01" when 
running In pilot waters. The experl· 
ence thus gained will a id in proving 
the effectiveness of radar and also Its 
limitations. It Is only by such prac
tice that one gains the confidence 
which Is necessary for trust of the ra
dar under conditions of poor visibility. 

Recognition of radar's limitations 
and knowledge of Its uses will be of 
benefit to the oroccr relying on It. 
However, he should never place hili 
tolal reJlance on radar to the exclu· 
sion of the rules of the road and the 
principles of good seamanship. Ra
dar. In and of Itself. will not prevent 

a colLblon but. subject to the limita
tions mentioned above. It will provide 
information which will perma the 
orocer on watch to avoid one. 

He ad and Head With Radar 

'rhe cases ot coll isions ot radar
equipped vessels reported in the 
"Proceedlngs" up to now have been of 
colJlslons In which only one of the 
vessels Involved wa.s radar equipped. 
Recently. reports have been received 
of two collisions In which each of the 
two veliliels Involved In each collision 
had Its radar In operation prior to and 
up to the time of collisIon. The ap· 
proache.~ were made In dense fog. and 
each vessel had the other In Its radar 
scope. One collision occurred In pilot 
waten and the other on the hlgb seas. 

II so happened that the approach 
In each case was that of a meeting 
situation. In each collision one ves
sel changed course to the left and the 
other to the right In an effort to avoid 
the coJUslon. Because the actions 
taken In each case were the same It 
will be well to consider how radar
equipped vessels approachlnil other 
vessels bead and head might best 
avoid colUsloM. 

Article 18 of the International Rules 
of the Road and article 18 of the In· 
land Rules are Quite specific on the 
action t.o be taken by each vessel In a 
meeting s ituation when they are In 
sight ot each other. Each shall alter 
her course to starboard. so that each 
may PaslI on the portslde of the oLher. 

For a number of reasons those rules 
cannot be held to apply In approaches
In a fog of radar-equipped vessels on 
other vessels. We need only consider 
that a radar-equipped vessel cannot 
be certain that the vessel showing up 
In the scope Is also radar equipped and 
thus aware of the presence of another 
vessel. 

DespIte this It seems that some uni
form action might be taken by a ves
sel fitted with radar. Such action 
can be made only on the assumption 
that there Is sumclent sea room. that 
there Is but one vessel apparent In the 
P. P. 1.. and that the pIp appears be· 
fore the fog whistle of the other ves
sel Is heard. 

Let us assume that a radar· 
equipped vessel Is proceeding In a fog 
on lhe hlah seas and plciLs up aves
sci ahead In the scope at a distance of 
8 miles. It may be either dead ahead 
or very fine on either bow. At fil'!;t 
glance It Is not possible to know If the 
Situation Is one of overtaking or one of 
meeUnil. But as we pointed out In a 
previous article. It the range decreases 
1 mile In less time than It takes your 
vessel to travel I mile and the bearing 
does not change It should be clear that 
It Is a head and bead approach. 
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HaYing determined that the ap
proach i.~ one of meeting, what is the 
best aYoldlng action to take? ClUNG! 
COU~S! TO THE RIGHT 1s our suggestion. 
If each radar-e<lulpped Ye.\.~e l In a 
meeting situation would change 
course to the right, It Is belleyed that 
the chance of collision would be less
ened. Howeyer, thb reduction of 
chance of collision can only be ob
tained U the masters of all radar
equipped vessels take such a\'oldlng 
action In a meeting situation. 

As mentioned above, a radar vtAAel 
cannot be certain that the other ves
sel Is also radar equipped. But sup
pose It I.!; n·l. In that case she 1$ not 
aware of your presence and It h! likely 
she Is holding a steady course unleSlJ 
~he Is at a point where you could ex
pect her to make a change of course 
to head for a buoy or a lightship. 
Not being aware of your presence. If 
you have changed course to the r ight, 
and have not been content with Just a 
~maJt change, you will bc broad on her 
bow at a good distance before she 
hea rs your fog signal. If she ever does. 

One might argue that you could 
JUst as well have changed courlle to 
the left In the above case and the re
sult would be the same. Perhaps It 
would If you could only lIE SURE that 
the other vessel dldn 't know YOU were 
there. But we are trying to develop 
an a rgument for changing course t.o 
the right. Suppose that the other ves
sel was also radar equipped and fol
lowed our suggested action of chang
Ing course to the right and that YOU 
look a chance that she had no radar 
and decided to change to the left. If 
each of you were tracking the other 
as the admiralty courLs require. each 
.'Sbould realize that something wa.~ 
wrong, with t he pos.~lble conseqence 
that each might change course In the 
opposite direction. Such jockeying 
could well lead to a collis ion which 
might have been aVOided If each had 
changed course to the right In the 
fi rst place. 

n Is admitted that when the other 
ship Is a few degrees on the starboard 
bow there will be doubt as to the ad
vl~abHlty of crOSSing her bow by 
changing cour~e to the right. There 
1,\ risk In such action , of course. un
less It has been nrmly establi~hed that 
It i~ a true meeting situation, For ex
ample, a rada r ve.....~el on course north 
true may pick up a ve.'I5el 5· on the 
starboard bow at a dis tance of 8 mlle.... 
H she Is on a course ot 170· the bear
ing will change very slowly to the 
rlllht while the (IInlle will decrease 
more rapidly. the rllte of decrease de
pending upon the speeds of the ves
sels. Admittedly the situation Is a 
dangerous one and to a t temPt to c ross 
the bo"" could be more dangerous. 
Inasmuch as there would be !'Orne 
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dOUbt In the early stages whether t he 
approach Is a true end-on approach 
the best procedure would be to stoP. 
observe closely the change In bearing 
and dl,tance, and then proceed with 
cauLion at a speed which I,~ moderate 
for the \'lslblJlty. 

The rules of the road requi re that 
a vessel. whether radar equipped or 
not . proceed at moderate speed In a 
' 01. Until such time as the courLs 
rule othef\\'lse, or the rules of the road 
a re amended to provide (or fadar nav_ 
Igation , It wtll be ~..ell fo r radar
e<lulpped ve.-;se ls to reduce to moder
ate s peed after a tal'KeL Is picked up In 
the. radar U they are not already run
ning a t moderate speed, The $Iower 
the s peed the slower Is the rate of ap
proach of vesseL, with an accord ingly 
longer time for study of the Informa_ 
tion supplied by the radar. 

The action of changing courl\C to 
the right Is recommended only for 
an actual meeting Situat ion. This 
can be determined only by keeping an 
accurate record of times and the bear
Ing. I'I. nd dis tances observed a t those 
times. With this Information a track 
can be made and the speed and course 
of the othe r vessel plotted. 

T he diSCUSSion has been directed 
only to a situation In which only one 
vessel Is apparent on t he scope. If 
there are two or more Yessels In the 
scope the obligation of keeping track 
of each would demand an extremely 
slow speed In order to provide time for 
ClItimating the si tuations a... well as 
to comply with the rules on s peed In 
a fog . 

The suggested avoiding action Is 
submitted (or the consideration of yOU 
oMcers who depend upon radar for 
navigating In a fOil. Any commenL<; 
on this suggestion are requested a.~ 
well a.~ any questions you may have 
on this or other malter.! . Much of 
the material appea.rlng In the "Pro
ceedings" Is based on actual casual_ 
ties. In that. respect we are like an 
undertaker In that we get something 
to do only when disaster occurs. We 
seldom. If ever. hear how casualties or 
break-downs were aVOided. It i~ our 
thought that some or you could con
t ribute articles on ~uch preventative 
measures which would be of help to 
others nndlng themselves In s imilar 
sltuatloll6. We hopefully olrer the 
pages Of the "Proceedings" to you as a 
forum on professiona l matters. 

Colli sion in Fog Bo nk 

Shortly after entering a fog bank . a 
pa.uenger vessel hit and sank a nSh_ 
Ing trawler. This collision raises sev_ 
eral questions on lIB.fe navigation ror 
a vessel approaching and entering fog 
banks, particularly for oMcers In 
cha rge of the navigation of vessels. 

In daylight, under conditions of 
good vl!!ibility. the paSM'nger vessel 
was proceeding on a course which 
took the vessel InlO a bank of fog . 
No change In course was made al_ 
though the fog bank might have been 
skirted If this had been done. 

On entering the fog a ~Ignal was 
~unded on the Whistle as required by 
the applicable rules of the road. Al_ 
most Instantly the trawler loomed out 
of the fog, but. at ~uch a short dis 
tance that the COllision which lOOk 
place could not have been avolde<l by 
any means which were open to the 
larger Yessel. As a result the t.rawler 
was sunk with the loss of scveral of 
her c rew. 

The rules are very clear on what \.., 
required of the tra wler in a case such 
as this. However. apparently there is 
doubt In some minds as to what Is re
quired of the veMel which i.~ ap
proaching a fog bank from an area 
of clear visi bility. 

Unfortunately thc rules a re not ex
plicit on thlll point. Pertinent articles 
of the International rules. for ex
ample. provide ( 1) that t" a IQIJ a 
prescribed s ignal shall be made and 
(2) that every vessel shal l. j" a 10fl. 
110 at a moderate s peed. having care
ful regard to the existing Circum
s tances and conditions. 

While It might be argued that when 
In the clear area the vessel Is not III Cl 
IQIJ and thUII not bound by the above 
rules. such a rgument has not been ac
cepted by the admiralty courts which 
have h ad occasion to decide on s imilar 
cases. Good seamanship. which in a 
case like this II; nothing more than 
common sense. would demand that a 
warning of R vessel's a pproach be 
given and a reduction In SPeed be 
made. 

In the case of Th e Pa pOOlJe , 8S F . 2d 
54. the court said : 

"The seriOtU matter Is the failure 
of the Wright t.o sound fog signals. 
Though ~he was not actually In the 
fog. she wa" running along a heavy 
bank but 300 yards distant. out of 
which a ship ml!;!:ht emerge at any 
time as The Papoose In fact d id. Both 
the Inland Rule5. art. I S '33 U. S. C. A .. 
sec. 191 ) and the Internationa l Rules, 
a rt . I !. (33 U. S. C. A .. sec. 91) provide 
tha t shlp~ mu.~t sound signals as de
scribed ' In fog, mist. failing snow. or 
heavy rainstorm, whether by day or 
night . .. '. Compliance requires the 
!'Oundlng of the signals by a vessel 
not only when she Is herself In the 
fog. but Is so close to It that her posi
tion should be made known to a vessel 
which the fog might be hiding. W il_ 
liam H. Ta vwr. 278 Fed. 12 CCAI : 
Perlcfollen. 27 Fed. 573 to . C.L In 
view of these decisions the argument 
here made that there was no positive 
breach of the stat.ute cannot be 
treated a.~ sound." 
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The decision rules only on the mat~ 
te r of sounding a [Oil' signal. but the 
same result was reached In a case 
which had before It the question of 
speed of a vessel entering a (og bank. 
In that case the court held that the 
rule on moderate speed In a (all' applies 
to steamers entering a fog bank as 
well as to those In the fog (The 
Charlotte, 128 F . 38). 

The decisions do not state M what 
point the fOg rules become binding on 
a vessel approaching a fog bank. 
In line with the rulings of the cour ts 
on what is moderate speed In a fog. 

It would seem. If the circumstances 
require It, that the fog signa l be 
star ted and a speed be set as would 
enable a vessel to come to a standstill. 
by reversing her engines at full s peed. 
before she could collide with a vessel 
which might emerge from t.he roll' . 

Some may say that If the passenger 
vessel had been equipped with radar 
the eomslon would not have occurred. 
There has been much publicity on ra_ 
dar In recent months and frequently 
It Is referred to as an "anticollision" 
device. So it may well be. bu t so Is 
the steam whistle an "anUcollls[on" 

TANKERS-FIRES AND eXPLOSIONS 

Fires on Tankers 

IN A RECENT CASE of collision between 
a loaded tanker and a freight vessel. 
a full cargo tank on the tanker was 
rupt.ured by the bow of the freighter 
and the contents of the lank were lm~ 
mediately Ignited. J ust prior to t he 
Impact. the master of the tanker had 
thrown the helm hard right In an 
endeavor to swing the stem of h is sh ip 
out of the way of the oncoming 
freighter. Thls maneuver was In vain 
and the tanker was struck near the 
after part of the parallel portion of 
the ship. The names followi ng the 
coll ision spouted upward about 30 reet 
and the sJght of this n re so terrified 
the master, officers, and crew of the 
tanker that Immediate a l)andonment 
was ordered. No attempt was made 
to use the Co. smothering system. 
fire hose. or even to stop the engines. 
In fact. the port lifeboat was launched 
with the ship making full speed and 
the helm hard right. 

The ship was equipped with two 
lifeboats. located one on either side of 
the engine room a ft. two life rafts. 
one located on the port side abaft of 
the pilot house and the other on the 
starboard side abreast Of No.6 tank. 
and two donut rafts. one on top of 
the pilot house and the other on top 
of ~he engine room skylight. The 
starboard life raft and lifeboat were 
destroyed at once by the names. The 
port lifeboat was the one which was 
launched In abandoning ship. 

Four men remained on the vessel 
and attempted to steady the port boat 
as It was being lowered. Under the 
Influence of the ahead moUon of the 
engines and the right. rudder. the boat 
was [n Imminent danger of being 
crushed and swamped as soon as It hit 
the water. Accordingly . It .....as cast 
otT and the four men were left on 
board thc vessel. In all of this con~ 
fusion one Ufe was lost, a man who. 
apparently even more terror str icken 
than t he rest of the crew. jumped 
overboard and was drowned while t,he 
port lifeboat was being launched. 

At. th ls ·tlme, a pparently. the paniC 
which had possessed the crew sub
sided and the four men left on board 
went. to work to save the ship. The 
Chief Mate headed the vessel up Into 
the wind and the engineers released 
t he Co. gas Into the cargo tanks. 
s tarted the fire pumps. and played the 
hose on the fiames. They also 
launched the port life raft and at~ 
tempted to tow It alongside. How
ever. It was soon smashed and the m en 
then li fte d the donut raft from the 
top of the pilot house and placed It 
near the port rail for use In case the}' 
needed to abandon ship In a hUrry. 

Arter about an hour a Coast Guard 
lifeboat came alongside and offered to 
take olf the four I'emalning men. The 
tanker's engines were then stopped. 
the sWp was anchored. and after sev~ 
eral attempts, the four men were re~ 
moved. A naval tug was then re~ 
quested to gO a longside the tanker 
and extinguish t he fire. This she 
finally succeeded In doing with her 
fire hoses. 

The performance of the offi cers and 
crew of this tanker sh ows the extent 
to which panic can undermine good 
judgment even In well~tralned men. 
Apparently the fire on board the ves~ 
sel had such an effect upon the crew 
that all they could think of was to 
abandon ship without waiting to eval~ 
uate the si tuation and see If there was 
a chance of saving the vessel or her 
cargo. 

It Is always easy after an event to 
sit In judgment and say what shOUld 
or shouid nOl have been dOne. but In 
this case the correct procedure Is 50 
obvious that It Is felt t hat It should 
again be hrought to the attention of 
the seafaring fraternity. 

There was a releasing lever for the 
CO, system on the vessel under dis 
cUSli.lon, right outside the pilot house. 
and even If abandonment had been 
justified. It would have taken the 
master sca rcely a second to have 
tripped this lever on h is way aft to 
the boat. At. the vcry least. the en~ 
glnes should have been stopped and 

device. They a re "anticollision" de
vices only If the humans having con
trol of them use them properly and at 
!.he right time. 

Radar in this Instance would have 
been an "antlcol\islon" device only If 
the mate on watch had ordered a 
s tarted In suffic l en~ time for It to h ave 
"warmed up" by the time the vessel 
was no less than 2 or 3 mUes from 
the fog. It would have detected the 
presence of the traWler In the fog. but 
avoidance of a collision would. as It 
always does. depend on a Iwman be
Ing. the omcer in charge on the brldgc. 

an attempt made to get way off the 
vessel before launch ing t he lifeboat. 
as was shown by the necessny of cast~ 
[n il' off before the las t fOUr men on 
the vcsscl couid board the lifeboat. In 
order to prevent its being crushed 
agains t. the shlp's hull. 

It should be clear ly unders tOOd that 
a tank full of gasollne or o il prac
tically never explodes after It Is set 
afire. This being the case, oppor~ 

tunlty is a ff orded to fight a tanker 
blaze as long as the engine room Is 
Intact and the smothering system still 
workable. The correct procedure 
would have been for t he master to 
have swung the ship so that the In~ 
jured tank was on the lee side. thus 
preventing the names and smoke Crom 
crossing t he deck or getting down Into 
the englnc~ room ventila tors . The en· 
glnes should Olen ha\'e been slowed so 
thnt In case abandonment became 
necessary. the ship would not have 
been traveling so fast as to make the 
operation of launching a lifeboat or 
raft a dangerous one. 

Co. gas Is not a very emden!. fire 
eXtinguishe r In a broken tank. owing 
to the fact that It cannot be r etained. 
and thus t he smothering effect Is par· 
Uany los t . However. It should ha\'c 
been turned In to the bUrning tank as 
well as the adjacent ones. for the COOl
Ing effect It would h ave had on the 
fire a nd to prevcnt the spread of the 
blaze. Then. all a\'allable fire hoses 
should have been used to wash the 011 
Crom the deck of the ship Into the sea. 
and finally. they should have been 
turned Into the ruptured lank Itself. 
These water hoses should be used both 
as a cooling and cxtlngulshing agent 
on the names and for their cooling 
effect on the surrounding deck and 
Interior bulkheads. Where the latter 
a re within reach of the s treams. If 
possible. the cargo pumps should h ave 
been started and sea water pumped 
Into the ruptured tank so as to wash 
the remaining oU Into the sea through 
the break In the shlp 's side. 

The foregoing procedure h as been 
developed through the experiences of 
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hundreds of tankermen whose ships 
hlll'e suffered broken tanks, fires, etc., 
through enemy action, coIU.sJons, and 
other casualties. It Is not contended 
that all tanker fires should be dealt 
with In exactly the same way or that 
there are no occasJons In which In
litant abandoning may not be Indi
cated. However, In the majority of 
cases an effort should be made to get 
the names under control. and In a 
Ireat many Inli tAnces It will be round 
possible for the ship's crew to extln
lulsh the bl aze by an Intelligent use 
of the fire-fi ll hUng equipment avail
able on board. 

In the subject case It Is felt !.hat 
sueh precipitate abandonlnl was not 
Justified by the circumstances and 
that If the master and crew had re
mained on board and fought the fire 
as described above. there Is a strong 
probability that they could ha\'e ex
tlnRulshed It themselves, or at least 
maintained It under contl'Ol unttl out_ 
s ide aid arrived, 

Fue l Oil Tonk Explosion 

The rules and regula tions appU
cable to tank vessels have recently 
been amended by the addition of a 
new section which sta tes that riveting. 
welding, burning or like fire-produc 
Ing operations shall not be under
taken within or on the boundaries of 
bulk cargo spaces or In spaces adJa
cent thereto, until an Inspection has 
been made to determine that such 
operations can be undertaken with 
safety. It Is fu r ther stated that such 
Inspections shall be made and evi
denced by the Issuance of a gas-free 
certificate by a eertlned gas chemist or 
by some other authorized person. AI
lhoUgh th15 regUlation Is not appli
cable to cargo ves,c;eis, the same haz
ard prevails on liuch vessels when 
nre-produclng operations arc under
taken on or near fuel 011 Lanks or 
other tanks containing combustible or 
InOammable liquids. 

Only recently an explosion occurred 
on a Uberty ship. killing two men and 
Injuring five others. The vessel on 
which the casualty occurred was one 
of a group of Liberty-type vessels 
which were In a shipyard for opera
Uonal repairs and for conversion 
work In preparation for the carrying 
of troops. One of the Items called 
for III the spec.lfications was the call
s tructioll or a steel medical locker 
which wa" to be fann ed by the erec
tion of three sides against the exlstlnl 
engine-room bulkhead. The locker 
was to be secured by welding the bot
tom edges of the three sides to the 
NO. 3 port deep-tank top. 

Prior 10 commenCing this work. the 
No. 3 port and starboard deep tanks 
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were partially emptied by gravitation. 
This proce.~ removed all but approxi
mately 100 bartels of fuel oil from 
each tank. This transfer of fuel 011 
was not a precautionary measure as a 
result of the contemplated hot work 
but constituted a part of nonnal ship
board operations. The chief engineer 
was not awa re that any hot work was 
contemplated near these tanks. 

The erection of the medical locker 
was sLarted without any apparent at
tempt being made to ascertain the 
contents of the adjoining compart
ments. The Sides were erected and 
tack welded without miShap. It was 
while the bottom edges of the sides 
were being welded to the tank top Lhat 
sufficient heat was generated for the 
Ignition of the explosive vapors in 
the fue l all tank. The explosion 
which fOllowed tore a hole In the 
ship's hull below the water lIne and 
also opened up the fuel tank Into 
the machinery space. It was In this 
space that two men were killed and 
th ree were Injured by the force of the 
explosion. The machinery space was 
flOOded and the vessel settled to the 
botlom with a slight port liSt In ap
proximately 25 feet of water. 

Prior to a nd during the erection 
of the medical locker on the fu el all 
tank LOP. there a pparently existed 
among all Individuals concerned an 
Indifference as to whether the tanle:: 
was ga.~-rreed or not. No attempt 
was made to ascertain the contents 
or the condition of the tanle:: to insure 
that It wu safe to perform hot work 
thereon. Since Similar worle:: had 
previously been performed on other 
Uberty ships without gas-freeing the 
Lanks, and since no casualty had oc
curred, caution was apparently dis 
regarded. Each Individual In a 
supervisory capacity assumed that 
the man above him had taken cue 
of the necessary details to Insure safe 
operation. Rnd no check was made to 
confirm the Indlvldual's own belief. 

II. was further revealed In the In
vesUga tJon of this casualty that some 
individuaLs had the erroneous opinion 
that as long as the hatches and man
hole plates were bolted down securel)' 
and the sounding pipes were plugged, 
It was safe to work on the outside of 
011 tanks without gas-freeing the In
ter:lor. They felt that It was only 
Ilecessary to secure such cerUftcates 
when tanks were open or when worle:: 
WII.S to be performed on the Inside of 
the Lanks. This Is entirely fallacious. 
s ince the heat generated by welding 
and burning will be transmitted by 
the s teel plates and, In this manner. 
It Is possible for tank boundaries to 
become heated to the Ignition point 
of !.he fuel 011 vapon Inside tbe tank. 
at which time an explosion will occur. 
It must be remembered that combus

tlble materials wJlJ Ignite when they 
are heated to the IGnition point, re~ 
gardiess of whether the heat Is pro
vided by an open name. spark. or by 
conduction, 

Tanks which have been used fo r the 
carrlale of Inflammable or combus
tible liquids nre n potential danger 
when hot worle:: Is contemplated with
In or on the boundaries of the spaee 
or In spaces adjacent thereto. When 
fire-producing work Is contemplated 
on or nea r any tank!! containing or 
having contained an Inftammable or 
combusLible llquld. mflke certain that 
It Is sa fe for the performance of such 
work. The sad part of this case is 
that two men lost their lives. with 
five othen being InjUred. These men 
were no doubt expert In their line. 
and the loss of their services In the 
war effort will be felt . In addition, 
the services of the vessel will not be 
Available for war u.~e for some lime to 
come. and the ship will occupy a berth 
In OUI' already overcrowded repair 
yards. Cases like this can be aVOided 
by proper direction and supervllilon 
by tho.o;e In charle. 

Necessity for Fire and Boat Drills on 
Coa stwise and Inland Vessels 

The rule., and regulations for ves
sel Inspection require that Ore and 
baat d rills be held weekly on aU pas
senGer vessels, on all self-propelled 
tank vessels. and on all other vessels 
of over 500 gro.o;s tons. The records 
show that this regulation Is complied 
with quite consistently on ocean
going vessels. although even here 
there Is considerable room for im
provement. However. there Is a very 
stronlC" tendency on the part of ves
sels navigating coastwise and in
land waters to neglect this rule, pos
s ibly with the Idea that as the vessels 
concerned are close to shore It would 
be comparatively ea.~y to abandon the 
ship without any great d lmculty In 
the case of necesslt)'. 

This Impression Is very far from the 
truth. It Is too late to teach effective 
fire fighUng to a crew after the fire 
breaks out and It Is generally much 
too late to teach correct abandon ship 
practices afte r an emergency arises. 
There is very li ttle, If any. d ifference 
In degree of dlmculty In exUnlulshlng 
a ship nre whether the vessel Is 1 
mile from land or a thousand. It is 
true that In some Instances t!.reboats 
a re available to aid In extlngul<;.h lng 
the blaze. but, on the other hand , a 
ve:;sel may be In the middle of one 
of the Oreat Lakes or In a lonely 
s tretch of one of the rivers where no 
outside aid whatsoever Is available. 
Under these circumstances skill In 
fighting the nre and. if necessary. In 
abandoning ship Is JUlit as necessary 
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as It would be tn the middle of the 
Atlantic Ocean. 

These remarks are emphaslz~d by 
two recent casualties with which the 
Coast Guard had to deal . The first 
was described tn detail tn the April 
1944 number of the Proceedings of 
the Merchant Marine Council. In 
this case a small tanker was rammed 
and one tank set on fire. The star· 
board lifeboat and life raft were con· 
sumed In the blaze and without hesl· 
tatlng an Instant the master and the 
crew attempted to abandon t.he vessel. 
Just prior to the collision, the helm 
had been put hard right In an en· 
deavor to avoid t he other ship and 
with the rudder In this position and 
the engines proceeding full speed 
ahead the remaining lifeboat. which 
was located on the port side of the 
alter house, was launched. By some 
miracle It was not swamped or 
smashed when It hit the water but 
was successfull y cast off with all but 
five of the crew on board. or these 
five. one man had jumped overboard 
In his panic and was drowned and the 
other four upon find ing themselves 
marooned on the ship calmed down 
and attempted to fight the fi re. 
Their efforts were unsuccessful but 
they remained on the vessel In com· 
paraUve safety for a considerable 
length of time and were finally taken 
off by a Coast Guard boat. The fire 
was extinguished shorUy thereafter by 
a Navy fireboat. The vessel concerned 
was a coastwise tanker and the Incl· 
dent described occurred In one of I.he 
large bays on the Atlantic Coast. 

Upon Investigation It was found 
that fire drillS had not been held as 
required by lhe regulations and. as a 
consequence. when the emerg~ncy 
arose nobody on board was familiar 
with his first duty which should have 
been to trip the CO. lever In order to 
discharge the smothering gas Into the 
bumlng and adjacent tanks and the 
second duty which was to get the 
fire hoses into commission. All any. 
one could think about was to ge~ away 
from the ship. Assuming the latter 
to be necessary. the crew attempted 
lO launch a lIreboat located on the 
port side of the vessel when the ship 
was traveling rult speed and under 
the Influence of a r ight rudder. 
Under these clreumstances It is. as 
stated above. a miracle that the boat 
was not smashed In the act. U these 
men had had a thorough training In 
fire drills It Is probable that they 
could have extinguished I.he fire 
themselves without calling for help 
from anyone. Also if Ioh ey had been 
well trained under oars and In han
dling small boats and It. became neces· 
sary to abandon they would have put 
the helm amldshlp and ~lowed or 
stopped the vessel so that an 

,. 

orderly abandonment could have been 
carried out. 

The second case represents an al· 
most equally fUtile tragicomedy and 
an even greater neglect in the matter 
of fire drills. The vessel In question 
was loaded with benzol and had re· 
turned to port on a freezing winter 
night because of heavy weather. 
About midnight the weather moder
ated and I.he voyage was resumed. 
The s.hip was just gelUng under way 
when there was a dull thud and slmul· 
taneously fire was seen on deck and 
on the water In the way of the after 
starboard tanks. IndlcaUng that one 
of those tanks had ruptured. A sub
sequent Investigation did not disclose 
the cause of the explosion. As the 
anchor had Just been secured an at· 
tempt was made to re·anchor the yes· 
scI. DUring the short time since get· 
ting under way the hawse pipes had 
frozen over and It was impossible to 
drop the anchors. The engines were 
being maneuvered under various sig
nals. the final bell being a [ull·speed· 
astern signal. 

On this vessel. as well as on the 
former one. no ef(or !. was made to 
fight the fire. Steam was not turned 
Into the cargo tanks nor were t he fire 
hoses used. No formal orders were 
given to abandon ship. However, as 
soon as It was seen to be Impossible 
to dl'op the anchors. the men on deck 
launched the port life raft and a donut 
raft. Two of the ship's orncers leaped 
overboard and swam to the life raft. 
About lhis time the bumlng on from 
No.8 tank . influenced by the astern 
motion of the ship, had drifted for· 
ward and surrounded the bow of the 
vessel. The blazing 011 In the watel' 
heated the forward tanks so that they 
exploded also. After this. various 
members of the crew jumped over· 
board. At this time the master and 
several c rew members were sUIi on 
board and were attempting to launch ' 
t.he port lifeboat. No one had a jack·
knife or any other means of cutting 
the lashings which held the canvas 
cover of the boat. Finally the boat 
was launched with the cover In place. 
The master and four others jumped 
on board the canvas cover of the boat 
and all of these except one man were 
washed overboard. 

In all this confusion It apparently 
occurred to no one to stop the engines 
or to notify the chief engineer who 
was handling the engines that the 
ship was being abandoned. He finally 
came up on deck and saw that he and 
the first assIstant engineer were the 
only persons left on board and also 
that the blazing vessel was backing 
straight for an ammunition loading 
pier. At about this time a Navy tug 
rammed the stem of the vessel, 
sheered It away from the dock and 

then returned and picked of( the two 
engineers. Out of I.he 16 men on 
board this vessel 10 were drowned. 

None of these men received fatal 
or even serious Injuries from the fire. 
They were all of them either drowned 
or frozen to death and It Is a sad com· 
mentary on the state of dalrs aboard 
this vessel to realize that a moderate 
amount of skill In handltng the life· 
saving equipment would probably 
have saved every man on board. 

As stated previously no organized 
effort was made to fight the fire. 
After the abortive attempt to re
anchor the vessel. the men on deck 
apparently oblivious of the engineers 
below and the fact that the vessel was 
gOing astern and aiming toward a 
dock crammed with h igh explosives. 
launched a lifeboat and a life raft In 
such a manner that they were prac· 
tically useless from a lifesaving stand 
point. As a probable explanation of 
this fiasco It was found that no fire 
drills had been held on this vessel for 
over 3 months Ins tead of the once a 
week required by the rules and regu·
lations. 

A fire on shipboard Is a terrH~'lng 
experience whether the vessel Is an 
oil tanker or a dry eargo vessel and 
unless omcers and men have been 
t rained In the proper procedure to the 
extent that they react in the conecL 
way. automatically. a paniC as In these 
tl\"O casC/l; Is quite l ikely to occur. The 
omcers as we]] as the men need In· 
structJon and pl"Rctlce In all IIlesal'· 
Ing procedures and they should. by 
v\l·tlle of their position, act as leaders 
and set an example for the crew In 
diligent and enthusiastic participa
tion In these exercises. 

Fire drllls should be held at least 
weekly on all Inspected vessels and 
they should be made as realistic as 
possible. The old-fashioned fire drill 
where an announcement was made 
that the drill would be held at one 
bell In the afternoon and the boat
swain and his gang went a round 
ahead of lime laying out the hoses 
Is practically useless. Abo\lt all this 
type of exercise teaches Is where eaeh 
man's station Is. 

The fire drill should be held unex
pectedly and Instead of leadlng each 
fire hose out and turning the water 
on for a few mlO\ltes and then secur
ing. a specifi c location for the fire 
should be speCified as. for Instance. 
the a fter quarters , No. 1 hold or the 
galle}·. The exercise should consist 
of bringing as many streams as pos
sible to bear In this location. The 
men shOuld be Instructed In the use 
of the fire extinguishing system (CO,. 
loam. etc.) . 

On large vesselS, a special flre
fighting detachment under the boat
swain or one of the ship's omcen; 
should be organized. This group 

January 1949 



should be equipped with axes. special 
fog spray nozzles, nre extinguishers. 
oxygen-breathing apparatus and any 
other special nre-nghting equipment 
on board, This group should take the 
lead In fighting the fire. Fire drllls 
should be held occasionally at night 
as well as In the daytime, particularly 
a fter the crew becomes adept. 

Boat drUIs should be h eld by lower
Ing the boats Into the water and exer-

Liquid Oeoth 

Review of personnel casualty re
ports discloses the lengths to which 
some seamen wUl go to get what they 
belJeve ttl be a drink of Intoxicant and 
their utter Ignorance of the c1feets of 
some of the mixtures. Wood alcohol , 
since It Is carried by most ships as 
part of the paint locker stores, Is the 
most common Ingrj!dlent. Apparently 
there seems to be prevalent a falla
cious belief that. If wood alcohol Is fil
tered through a loaf of bread. its loxlc 
properties are remo\'ed. There Is. of 
course. absolutely no found ation for 
this belief, but ne\'erthcless case after 
case shows that somebody gambled 
his life or his eyesight upon It. 

The casualty reports make pre tty 
grim reading. for death by methyl 
alcohol Is an agoniZing one. A shlp's 
maintenance man mixes hair tonic 
and wood alcohol and d le.'li 6 hours 
after drinking It. first having lost his 
sight: a shlp's cook, abstract ing It 
from the paint locker. dies after 2 
days of agony; a boatswain. securing 
his supply from the same source, 
mixes It. with fruit j uice with the same 
fatal reSUlt. 

SomeUmes the casualty Is due to 
lack of knowledge that the Ingredient 
Is poisonous. though this would never 
be the case when the alcohol comes 
from the paint locker. For example, 
L"'O seamen arranged to purchase 
what they thought WIl5 grain alcohol 
from a Navy seaman at the base where 
t he ship was discharging. Actually It 
WRS wood alcohol stolen from that 
shlp's cargo. One of the seamen died 
and the other was hospitalized with 
permanent loss of sight. 

The urge for drink leads to utter 
dlsreiard of elementary caution. 
Thus one second mate died from 
drinking carbon tetrachloride which 
happened to be In a half-filled beer 
bottle. The odor should have told 
him that It certainly was not liquor. 
Perhap! the most remarkable case In
volved a first assistant who believed 
that the steward bad some liquor In 
his medicine cabinet . and finding 
there a bottle marked "Polson ." an
nounced that he wasn·t going to be 
Cooled by that trick and took a drink. 

Jonuary 1949 

clslng the crews under oars. The 
occa.slonal fatalities which OCCUlTed 
during the war when boat crews 
actuated the releasing gear prema
turely, let gO oC boat Calls on the 
run and did other dangerous things 
demonstrate that a great Improve
ment Is possible and necessary In the 
ability of many seamen to handle ure
boaLs. Complaints have justly been 
made that Inspectors will show up to 

WOOD ALCOHOL POISONING 

The contents happened to be sUl
phuric acldl 

Part of (.he sa fcty measures taken 
aboard every ship could well be a 
warning to the crew as to the ghasUy 
and certain effects that now from 
drinking wood alcohol or any other 
so-called IntOXicant whose origin Is 
unknown. 

Coulion , Poison 

In Ihe Februar)' 1945 Issue of the 
p,'oceedlngs of the Merchant Marine 
Council there appeared an arUcle en
tilled "Liquid Death" whiCh vividly 
depicted the foolhardines.~ o( some 
seamen in their endea\'or to secure 
an Intoxicating drink and of their 
complete Ignorance of the disastrous 
erfects ot some of the mixtures. This 
has been brought to the attention of 
the Coast Guard again by a recent 
casualt)' wherein the drinking oC 
methyl alcohol, or wood alCOhol as it 
is oHen called, resulted In the death 
of nve men and U1e hospitalization of 
another In a serlous condition. 

Some members of the crew had 
gathered together In one of the s tate
l'ooms to enjoy a few drinks. The In_ 
gredients for the drinks were methyl 
alcohol procured trom (.he engine 
storeroom and fruit Juices obtained 
from the s tcward. Several drinks 
were mixed for those members present 
and with the passing by of oth er in
dividuals, it wasn't long before ap· 
proxImately hall of the crew bad 
taken at ieast one drink of the con
coction. 

One of the newcomers while mixing 
himself a drink noUced that on the 
gallon j ug of methyl alcohol there was 
a red label reading "Caution. Polson" 
with the Sign of the skull and cross
bones underneath. Immediately he 
Questioned the instigator of the drInk· 
Ing party as to the contents of t he 
Jug. The reply was that he was sure 
that the alcohol was not poisonous 
because It had been tested prior to Its 
use. A spoonful or the alcohol had 
been burned and since there was no 
residue after the burning, the giver 
of the party had come to the wholly 
fal se conclusion that It was safe to 

conduct a boat drill to nnd most of the 
oMcerll and crew absent. Remember 
you can not learn to n iht a tire or 
handle a boat while ashore. If the 
foregoing program seems too stlrf to 
you. you should remember that when 
you shirk fire and boat drills )'ou are 
endangering your own life and those 
of your shipmates Just as surely as if 
you paid no attention to tra.Mc lights 
on a busy city street. 

drink and that the skull and cross_ 
bones label had been placed on the 
Jug merely to deter Its use as a bever~ 
age. The newcomer was not satisHed 
with (.hJs statement and, after advis_ 
Ing those men present in the room 
that the alcohol they were drinkIng 
was poisonous, he left. The warning 
made no impression. however, and the 
drinking continued. 

The rollowlng morning several 
members ot the crew comilial ned of 
se\'ere headaches and stomach cramps 
but none of them seemed to consider 
their condition as serious. During 
the afternoon the heavier drinkers ap_ 
peared to be In a drunken s tupor but 
the)t contin ued to do their work about 
the ship. In the early evening some 
of the IndIviduals were found groan
ing and In a dazed condition. They 
soon fell Into coma and died without 
regaining consciousness. 

The amazing fact is that some of 
t he ship's officers participated in th iS 
drinking part)' and that they paid no 
heed to the label and Its warning Lhat 
the contents were poisonous. LI
censed omcers are supposed to pos
sess Qualities of leadership as weU as 
to exercise good judgment, but those 
concerned were certain ly devoid of 
both. 

AlIlhese prevalent fall acious beliefs 
that the toxic properties of wood al_ 
cohol can be removed by filte ring 
through a loaf of bread and Ulat a 
liquid Is not poisonous It there Is no 
residue after burning a little on a 
spoon , should be discarded at once. 
Methyl or wood alcohol is a deadly 
poison and there is nothing than can 
be done on shipboard or elsewhere to 
remove or lessen Its poisonous qual
Ities. Denatured alcohol Is likewise 
poisonous. This liquid ls obtained by 
adding to ethyl or grain alcohol a de
naturant which makes the liquid dan_ 
gerOlL' to drink. The containers of 
these two alcohols should be labeled 
as polson and such a label should be 
respected. It must be remembered 
that labels a re used for the purpose 
of describing the contents and are not 
used to deceive people. Death by 
methyl alcohol Is an agonlzing one. 
Ir you value your lICe, avoid drink
ing It. 
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Firs t-Aid Treotme nt for Wood 
Alc.ohol Poisoning 

The dangers of drinking wood nlco
hal were contained In arUcles which 
were published In ~he ' 'ProceedIngs '' 
In February and July of Inst year. In 
lhe cases covered by those articles 
nine death! occurre<l as a resul t of 
drinking wood alcohol. 

Since the publication of these cas 
ualty report.!; an article on the treat
ment of wood alcohol poisoning was 
printed In t.he 12 January 1946 Issue 
of "The Journal of Lhe American Med
Ical Association ." The report. Is one 
of the treaunent used by four Navy 
medical oiflcers In 31 cases, Oood 
results with this treatment In 26 out 
of the 31 cases were achieved by Capt.!;, 
O. A. Brines and M. J . Capron and 
Commanders W. B. Chew and E. H . 
Berger. The other n ve died within 
3 hours after being admitted to the 
hospital In a crlUcally III state. 

The men had drunk wood alcohol 
In amounl.s estimated fit from about 

Eon Are Nat Dire d ian-FindefS 

Divine Providence, In giving us 
two eyes. provided a st.crcoscoplc vi
sion which assiSts us In estimating 
depth and distance. Similarly, our 
two ears. on opposite sides of our head, 
afford In some measure the pOSSibility 
of Judging the direction (rom which 
sound emanates, But In each case the 
"base line" Is so short that a high de
gree of accuracy In estimating either 
distance by eye or direction by ear Is 
not possible. 

This Is particularly true or sound. 
Not only 15 the aural base line sbort. 
with a possibility of variance in acuity 
between the two ears. but the condi
tions under which the sense of hearing 
15 chleny reiled upon by the navi
gator-thick weather or low vlslbll
ih'-serlously and erratically affect 
the tJ"ansmlsslon of sound waves. A 
prudent shlp's officer. under such con
ditions, should never rely upon his 
hearing to give him more than an ap
proximate direction of a sound signal 
heard In a fog . Yet omcers will iam
ble their 1hlps upon the accuracy of 
thei r hearing. Two recent collisions 
are exlUllples of this. 

In one case lhe two vessels were ap_ 
proaching upon almost opposit.e 
courses. Vessel A was steering 247" 
true and vessel B 70' true. The 
weather was thick and both were 
SOUnding the prescribed fog signals. 
In subsequent testimony tbe master 
of A placed the other vessel, by her 
whistle,S' upon his IItarboard bow. 
The master of B similarly testined 

3 ounce~ to about 1 pint. Man~' a l~o 
had drunk beer ranging In amounts 
to 21 cans. One of those saved was 
unconscious for about 12 hours. 

Wood a lcohol can produce Intoxica _ 
tion but 11.8 action Is slo .....er th an thM 
of ethyl alcohol. The symptoms of 
such Intoxication may be delayed as 
much as from 9 to 36 hours, durlna 
which time the drinker may be able 
to perform his work. 

The Indications of wood alcohol 
poisoning consist of a sudden weak
ness. headache. nausea. and a dim
ness of vision. Blindness may follow 
qUickly. Labored breathing and cya _ 
nosis may also appear with death fol_ 
lowing Shortly thereafter. U death 
does not take place the victim may go 
Inwa coma whleb may last for several 
days before there are slgns of im
provement. 

The treatment recommended calls 
for medications and tests. all of which 
are not available on the average mer
chant ship. In short. the treatment 
Is to IntrOduce alkalis Into the system 

MISCELLANEOUS 

that K s whistle was first heard one 
point on his port. bow. As a matter 
of fact the vessels were practically 
head on. 

Acting wholly upon his estimate of 
the position of B. and In violation of 
the rule governing steam vessels meet
ing nearly head on, the mas ter of A 
turned his vessel to port and blew two 
blasts on his whistle. In the mean
time B bad correctly hauled to s tar
board and blown one blast . A struck 
B on the port side and sank her. 

There was some questlon as to 
whether, even arter the port turn ot 
A, the collision might not stili have 
been aVOided If both vessels had 
checked speed to bare steerageway 
and navigated with caution Until they 
had passed each other, as the rules r e
quire. But A's turn to port was the 
direct cause of the loss of n, and this 
turn was made because a shi pmaster 
was betting bls ship on being able to 
place B within 5" ' 

A second case, occurring by coln
eldence on the same day. was almost 
a duplicate of the fi rst. Here Rgaln 
the two vessels were on exactly oppo
s ite courses. Sound signals were 
heard by each for a matter of 8 or 10 
minutes before actual coll ision. 
Speeds had been checked to slow by 
both vessels. Bul. vessel C pulled oft' 
to port, while 0 turned to starboard. 
At the In\'cstlgatlon the master of C 
said that he thought 0 was about dead 
ahead but that the mate on watch 
plaCfll her " a little on the starboard 
bow" so he accepted the mate's Judg
ment and ordered left rudder. 

In order to overcome qUickly lhe acid 
condition resulting from the breakIng 
down of the wood alcohol Into formic 
acid and formaldehyde. 

The (ollowlng nrs~-ald treatment 
based upan the treatment followed by 
the Navy doctors Is rec:ommended : 

1. Have patient vomit, If possible. 
2. Place vIctim In bc:d at rest. 
3. Administer 4 grams of sodium 

bicarbonate by mouth e\'ery I ~ min
utes at nrst.---up to 100 grams dally. 
If the patient Is unconscious. glvc It 
by a s tomach tube. 

t . Have patient take plenty of 
liquids. 

5, Olve 1 ounce of whiskey every 4 
hours for a day or tllo'O. 

6. Protect eyes from the light. 
7. M soon as these measures are 

ca rried out collect a urine specimen 
and test for acidity. Keep adminis 
tering sodium bica rbonate as directed 
above until the reaction Is alkaline. 

8. I t 15 Important that the eyes be 
kcpt covered at all times \mttl all 
usual dis turbances have dIsappeared. 

In the meantime both ships were: 
blowing cross signals and danser sig
nals to each other but apparently 
failed to StOp, and If necessary re
verse. until the sltuaUon became 
c learer. Ins tead. the mas ter of C 
turned stllJ farther to port. until he 
was practically at right angles to the 
course of 0 who had hauled 10 poJnLs 
to s tarboard. When collision was im_ 
minent. he gave his ship full right 
rudder In the effort to swing his stern 
away from the oncoming D, but It 
was futne. 0 cut half-way througb 
C and though the master 01 0 held 
his bow In the hole long enough to 
save all the c rew of C, that vessel 
sank. 

Again. violations of the precaution
ary rules, both as to speed and c:ro:ss 
signals , were contrlbuUng causes. but 
the fact stands out that a master 
((ambled h\Js ship on his mate's ear
drums and those eardrums were 
wrong. Even had they been right, In 
this case as In the nrst, the meeting 
was stlll so nearly end-on as to requlrt 
a port to port pas., lng. None of these 
considerations were weighed. 

A similar colll<;lon occurred between 
the Crete and the COff/elf In 1936 on 
Lake Superior. Both ships we.re ap
proaching each other In fog and dark
ness at full speed. The Cornell placed 
the Crete', s ignal to starboard and 
turned to port. The Crete. ble...... one 
blast and turned too starboard. Be
cause or failure to reduce speed early 
enough, collision was Inevitable. 

The omcers of both ships were 
found at fault and dlM:lpllned for via-
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laUon Of rule 15, but again tllere wa" 
evident the fata l ovcr·conndence In 
the human ear, The Pilot Rules have 
no such oonndence. Inte rnationa l 
and Inland rules consider risk exists 
when a sound signal Is heard any· 
where forward of the beam, or an arc 
of 180·. Oreat Lakes and River rules, 
with less c ross tramc, corulder risk 
exists If a sound s ignal Is apparently 
located within an ar c of 90· ahead. 
These rules are not only mandatory, 
they are lhe result of yea l"l; of ex· 
perlence of coun tl es.~ deck omcers . 
They cannot be violated with Impu· 
ni ty. 

Overtoking in Nanow Wtlters 

The suction effect or two ships pass. 
Ing close aboard each other at other 
Lhan very slow speeds has long been 
recoBnJzed. It was the subject of 
exhaustive study In the collision be
tween H. M. S. Ha wke and the S. S. 
Ol"mpjc In Britlsb waterl! In 1911. 

Less appreciated. perhaps, Is the ex· 
lent o[ water displacement and dis· 
turbance well ahead of a vessel moving 
at speed, particula rly IJ that vessel 
I.s at a tull form. This d isplacement 
Is exaggerated If lhe vessel Is moving 
In a oontlned waterway or channel. 
It can be noUced In any jetty-pro
tected entrance by observing that the 
water level rises on the Jetty at any 
poin t well in advance of the passage 
r.t that point by the vessel's bow. In 
",ther words, a full·bodled vessel , such 
as most cargo ships. tends to push 
ahead Of her a small hili of water, 
sometimes as much as a foot high and 
extending In a semicircle around her 
stem. The actual extent depends on 
the vessel's lines. her speed. and the 
nature ot the channel. The fa ct that 
a certain amount of water Is pushed 
bodily ahead, before It can s lip past 
the bow.s, tends also to cause a hollow 
or trough somewhere amidships of 
the vessel. 

In the case of two steamers passing 
on opposite paraliel courses these dls· 
placed waters act to some dCiree to 
keep the ships apart : the bow of each 
tends to be deftected away by the 
mound Of water crealed by the move· 
ment of the other. But where two 
vessels are not passing bow to bow the 
ertect may be very dlrterenl and should 
be given careful consideration by the 
mas ter of the burdened vessel. 

A clear example of the need for care 
Is (lIven In a colliSion case occurring 
In the Delaware River .some years ago. 
Two full·bodled cargo steamers were 
proceeding down river, the leading 
one at a speed of about 9 knots whUe 
the second was overtaking her at 
about 12 knots. Weather condltloru 
were clear, with no wind. I t was 
Shortly after nightfall. 

The overtaking ve.sseJ blew two 
blasts. and was answered by the lead. 
Ing shi p which was keeping well to the 
right·hand side of the channel. At 
that par ticular point the river Is quite 
wide, f/:lvl ng the illusion of ample sea 
room, but actua lly the ships were 
obliged to pas:; In a narrow (300-(OOt) 
d redged channel. The sum of their 
cross·sectional areas amounted to a l· 
most 20 percent of the area of the 
channel prlSm. 

When the overtaking vessel 's bow 
bad drawn abreast the stern ot the 
other. the latter took a rank sheer to 
port. across the bow of the overtaking 
lIhlp. That vessel backed hard with 
full lef t rudder, but collis ion was un· 
avoidable. FortUnately, enough change 
of d irection and loss of headway was 
produced by the overtaking vessel so 
that the contact was broadside to. 
and comparatively minor damage was 
!"ultered. 

In the investigation the burden ed 
vesscl claimed that, arter passing slg· 
na!.s were exchanged, the overtaken 
ship had taUed to maintain course and 
speed. but Instead had altered course 
undcr circumstances which rendered 
the collision InevitablE'. The over
taken vessel denied a ltering her rud
der and claimed that the sheer taken 
was due to suction of the overt:akJng 
ship. 

Actually. or course, this was the 
cllSe, anhough it was water d isplace
ment rather than suction which 
caused the sheer. The two vessels 
were occupying a substantial amount 
of the cross section of the channel. 
As they drew abreast the d isplaced 
waters were further res tricted. That 
pushed ahead of tbe overtaking vessel 
impinged upon the port quarter of the 
overtaken ship sumclentiy to throw 
her stem to starboard. 

An example of the opposite effect 
of displaced waters Is found in a sim_ 
Ilar case where the overtaking s teamer 
sheered Into the leading vessel. This 
occurred In a 30-foot d redged channel 
wi th a bottom width of l,so feet. The 
overtaken vessel was of 6D· foo~ beam 
and was drawing 28 feet. The vessel 
coming up astern was of 4D- foot beam 
and l'l-foot draft. It will be noted 
that not only was the Janer vessel 
clear ing bottom by only 2 feet. but that 
the cross-sectional area of the twO 
accounted for almo;:t 40 percent of the 
chan nel pr ism. In this case the bow 
wave of the burdened vessel was Insuf· 
ft clent to affect the much laraer leader, 
but when the bow of the former came 
about a midships of the overtaken 
vessel t he suction of her trough caused 
the smaller craft to swing sharply Into 
he r. seriously damaging bolli vessels. 

The obvious answer In such casual· 
ties Is to avoid overtaking in a na rrow 
waterway unles.s It can be done at a 

very slOW speed. When a large vessel 
Is overtaking a similar one, both 
steaming at practically [ull speeds for 
their respective hulls. the water d is
turbance, nOL to mention the tendency 
to "smell" bottom, rcoders lhe steer
Ing of bolh ve.ssels subject LO serious 
aberration. 

Insuring Safe Cargo Gear 

Defective cargo gear Is a source 
of great potential danger, not ooly to 
longshoremen but to the ship's per
sonnel and perhapli to the ship ItseJ(. 
Under hard usage running gea r dete
rlorales rapidly and weaknesses will 
develop In oUl·o(-the-way spots. U 
not &ea rched for and remedied, these 
weakne.ssell may cause a casualty of 
seriOUS nature which will occur with
out the least warning. The only ef
fective precaution Is constant vigi 
lance as exercised In (requent and 
thorough inspections. Thl.s Is one of 
the para mount duties of the shlp 's 
chief offl cer. 

All cargo gear should be taken down 
and overhauled periodically-twice a 
year. at least . and more frequently In 
the case of ships on short runs. Top_ 
ping 11ft blOCks should be strUck dOwn, 
pins drawn and greased, and sheaves 
noted for uneven wear. Masthead 
pad eyes should be Inspected at thIs 
time. Blocks on the boom should be 
s imilarly Inspected and the boom 
goo.seneck sighted . Falls should be 
carefully gone over and If stranded 
to any extent should be discarded and 
the good portions used for st rongback 
bridles o r davit gUYs. All blocks, pins, 
and swivels should be kept adequately 
lubricated at all times. 

Standing rigging shOUld not be neg 
lected, particularly preventer stays. 
Their turnbuckle threads should be 
heavily coated with a nondry\ng lu_ 
bricant, like whlte lead and tallow, 
and covered ~1th a canvas breechlng. 
Nowadays most standing rigging Is 
cast Into sockets, but ..... Ilere eye splices 
are used they shOuld be carefUlly ex
amined for corrosion , particularly If 
parceUed and served. This covering 
should be cut away at least every 2 
years to permit lrupeetlon of the 
splice. 

Wooden booms should be examined 
for checks and where the&e are serl· 
ow. they shOUld be payed with marine 
glue. l ron,.,"ork on wooden booms 
should be examined for ftt a.s well as 
wear. Topping lItt s tOppers shoUld 
be of proper sized chain, frequently 
IrupcCled. Where wire topping lifts 
a re made fas t on a cleat, the Lurns 
should be carefully seized together 
so as to preVent j umping off. 

Preventers should always be made 
fast around Ihe boom head.independ 
ent or other gear . and set well taut.. 
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Preventers and vangs should lead as 
nearly as practicable at right angles 
to the boom. All falls shoUld lead 
through lizards on the boom, so that a 
s lack fall wUi not hang In a bight. 
Double-burton falls should always be 
shackled to a ring-never to a shackle 
which might open II the draft Is hoist
ed Into a nat catenary. Except for the 
carao hook Itself, open hooks should 
not be used anywhere In cargo gear. 
Do not use a snatch block for even 
temporary purposes II It is possible 
to use a regular block. 

Strongback bridIes should be of such 
lenllth that each arm of the span 
makes an angle of not less than 60· 
with the strongback. The wire splices 
should be served to prevent hand In
Juries. Bridle hooks should secure 
near enough to the ends of the strong
back so that men can hook and un
hook them without lIolng out on the 
strongback. Each end of t.he bridle 
should be fitted with a short manila 
pennant, by which the strongbaclt can 
be guided Into position. Strongbaclt 
sockets should be kept free of dirt and 
trash to Insure that strongbaclt goes 
all the way home when sealed. 

Worn Or spilt hatch boards should 
be discarded, and every effort should 
be made to prevent damalle to such 
board. SkJds or dunnase should be 
used on tween deck hatch covers When 
drafts are being landed thereon. 
Stevedores should not be allowed to 
usc hatch boards for loading plat
forms or other similar purposes. The 
boards should be carefully and neatly 
plied near the hatch but out of the 
way. A cargo space should never be 
worked through a section of a hatch
aU covers and strongbac!ts should be 
removed If It is to be worked at all. 

In closing a hatch every board 
should be In Its proper place and 
should secure the maximum rest upon 
the strong back lip, Short boards are 
a menace, but stili more dangerous ls 
a hatch, co\'ered with Its tarpaulin, 
but without all of Its hatch boards In 
place. Thls practice, and that of 
leaving an open, unworked hatch 
Without lire lines rl llKed. have been 
the cause of many fatalities. 

Accentuate th e Positive 

During the war when a great many 
shipS' omcers of all ranlts were not 
as eXperienced as In peacetime, mas
ters and chlet engineers were very 
emphatic In requiring that they 
be called In case the watch Officer 
was In doubt about any procedure 
to be followed or whenever any
thing occurred which seemed to 
him to be out of the ordinary. By 
Implication this has been interpreted 
by many Junior omcers to mean that 
they could not perform any but the 
most routine duties without ftrst call -

Ing the master or chief engineer. In 
general, this Is a good thing, as no 
commanding officer of a vessel would 
wlsh. fo r Instance. to have the course 
changed without h is knowln&' about It, 
and no chief engineer would want a 
boiler cut out or the speed or the en
gine changed wlthou~ prior notlfica· 
tlon. 

However, this rule can be, and In 
several recent Incidents hu been, in
terpreted too literally, It does not 
mean, for Instance. that in the case 
of low water In a boiler, a third or 
second aSSistant engineer must call 
the chief engineer and waa for his 
permission befofe pUltlns: out the 
nres. He should act ImmedIately In 
thls sort of emergency, put out the 
fires first and then call the chief. 

A very serious case of a too literal 
interpretation of the foregoing rule 
has recently come to the Coast 
Guard 's attention. In the case in 
question, a ship had been proceeding 
by dead reckonIng for some time. The 
master lelt the bridge at 12 :10 a. m. 
after leaving orders that the mate on 
watch (the second omcer) was to 
change course and slow down at 1:00 
a . m. (Incidentally, as a landfall was 
expected at 1:00 a. m. and the ship 
had been proceeding under dead reck
onIng. It Is doubtful tr the master 
should ha\'e left the ImmedIate vicin
Ity of the bridge under these circum
stances.) The second omcer had 
taken over the watch at. midnight. at 
which time the vessel was proceeding 
lull ahead at approximately fourleen 
knots In a hazy atmosphere with light 
rain. At 12:20 a, m. land was re
ported dead ahead. alLhough accord
Ing to the dead-reckoning position no 
land should be visible at that time 
nor on that bearing. The watch om
cer saw the land but thought It sev
eral miles away. At 12:28 a, m. the 
lookout allaln reported land ahead. 
Realizing by thls time that the vessel 
was off her course, the second mate 
then put the engines on "stand-by" 
and left the bridge to call the master 
and apprise him of the situation. The 
mas ter proceeded to the bridge im
mediately, saw breakers dead ahead 
at about 500 yards, rang full astern 
and gave the vessel a hard right rud
der. I t was too late: the vessel 
grounded lightly but was able to back 
lree under her own power, Damage 
was estimated to be approximately 
$50.000. 

In the Coast Guard's opinion. 
neither the master nor the second 
mate used good judgment In thei r 
handling of the situation. It is felt 
LhaL the master should have been 
Immediately available under the cir
cumstances and. assUming that the 
captain was not on the bridge It is 
th()ught that the second omcer failed 

In hls duty by nOl taking prompt ac
tion When land was first sighted at a 
time and on a bearins whIch. were not 
expected. A check on the posilion of 
grounding showed that the vessel was 
about 40 miles north and west of her 
dead reckoning position. 

The lilght of land ahead by Lhe 
lookout should have Indicated that 
the vessel was considerably distant 
from her dead reckonIng position and 
that precautionary measures were 
needed. This was the time to have 
called the captain. At the second 
time land was reported the second oM
cer showed that he was aware that a 
situation of potential danger existed 
by his acts In ringing '·stand-by" and 
going for the master. He stated that 
Lhe reason he lert the bridge to go on 
this errand himself was that he could 
not trust the stand-by man to get the 
captain up In a minimum length of 
time. This statement makes It all the 
more reprehensible that he did not 
s low down or stop the vessel before 
leaving the bridge. No harm could 
ha\'e resulted from this and It is pos
sible that the grounding could have 
been prevented. A capable mate or 
assistant engineer In charge of a 
watch ls supposed to be able to deal 
with most emergencies himself al 
though he is. of course. supposed to 
call the master or chief enilineer as 
soon as possible. However, his first 
duty Is to the ship and any watch oM
cer cannot be considered to have done 
his full duty In a ca..~e such as that 
just described If he merely throws up 
his hands. sends for lhe master and 
allows the ship to run aefOund when a 
timely stop or lull astern bell might 
have saved her. 

Instruct ion of Green Lookouts 

The posting of a lookout at night 
or In low vlslbUity is a basic safety 
pre<:auUon wblch no master neglects. 
But the mere staUonlng of a hand In 
the bow. or upon the bridge or else
\\'here If the bow station Is unsafe, Is 
not sumclent. It Is the responslbllll)' 
of thl! omcer in charge of the ship to 
assure himself lhat the lookout Is. In 
facl. performing hls duties vigilantly 
throughout his watch, Undoubtedly, 
In many Instances a watch omcer In 
a high , protected charthouse has bet
ter vlslbJUly than a lookout exposed 
10 the weather on an open forecastl e 
deck, But this should not. allow the 
omcer to dIsregard the lookout or to 
tolerate negligence In making reports, 
even though the reported object mar 
already ha\'e been noted by the bridge. 

An example of the result of such 
tolerance was shown In a collision 
occurring between two steamers on 
a dark night and In clear weather. 
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The prescribed complement. of one of 
these vessels was such that an orcll
nary seaman wa:; standlng lookout 
watch. Unfortunately. It was t.h\.s 
seaman's ftrst trip to sea. The two 
ships came together through unsklll
full handling on both sides, The 
Part played by the lookout had little 
or no beartng on the actual collision 
since the lights of both vessels had 
been clearly visible for some Ume, 

MARINE SAFETY 

It is encouraging to know that the 
maJorllY of s hip operators are actively 
engaged In the conduct of safety pro
grams, The National Safety Council 
has a Marine Section, members of 
which present papers and hold dlscus. 
s10ns on matters of safety attectlng 
personnel of t.helr organlzat.lons. 

Each year the National Safety 
Council conducts a National Saret)' 
Coniress and ExpoSition. The past 
one, which was the Thirty-sIxth such 
Congress, was held In ChJcago the 
latter part of October. During the 
session t.he Martne Section announced 
the winners from among the marine 
Industry for t.he year ending J une 30. 
1948, 

In the Cargo and Passenger Vessels 
Unit the average frequency rate for 
accidents was 9.90. The Chesapeake 
l: Ohio Railway Co" Newport News, 
Va.. was placed Hrst with frequency 
rate of 1.60. Second place was taken 
by Standard Oil Co, (Indiana). Chi
cago, III .. with a rate of 8.13. Stili be
low the average rate was the Pitts
burgh Steamship Co .. Cleveland, Ohio, 
whJch finished in thJrd place with a 
frequency rate of 9,44. 

In the Tankers DIVision the three 
award winners also had frequency 
rates below the average for their unit. 
Esse Transportation Co .. Ltd. , Aruba. 
N, W. 1.. Pan American Petroleum & 
Transport Co, and Subsldlary Cos .. 
New York, N, Y .. and the Atlantic Re· 
nnlng Co.. Philadelphia, Pa.. finis hed 
In that order with rates of 4.28, 8.58, 
and 15.85, respectively, as compared 
with the average rate of 16.43. 

Likewise In the Harbor Equipment 
Unit the winners In each group were 
well below the average frequency 
rates. In ,roup A, where the average 
was 11.31. Corps of En,ineers, North 
A~lanUc Division. had a frequency rate 
of 4.04: Erie Railroad Co., J el1ley City, 
N, J ., 4.46 ; and Corps 01 Engineers, 
Lower Mississippi Valley Division , 1.06. 
The winners In aroup B and their rates 
were the Corps of Engineers, Missouri 
River Division, 5.28: Atlantic Coast 
Line Railroad Co.. Port Tampa Ter
minal. 5.54: and Corps o[ Engineer<;, 
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Nevertheless. the lookout had made 
no report and, upon examination, 
lesUfted that be dld not know what 
reports to make or how to make them, 

Although the stationing of an ordi
nary seaman at the lookout is law(ul, 
and although there has to be a first 
trip [or every man golnli: to sea, the 
veMel was held at faul t because the 
omcer of the watch, having received 
no reports from the lookout, made no 

SAFETY PROGRAMS 
Ohio River Division, 5.10, The aver
a,e rate for the group was 11.81, 

As Indications of the efforts o f some 
companies to reduce accident fre· 
quency rates on their s hips elttracts 
from papers presented before the Na· 
tional Safety Congress are quoted In 
the following paragraphs. 

MOORE. McCORMACK LINES, 
INC. 

T. 	n, ).1I'rrL~, SUI~nLlIOr or Sll(~ ' r . "d OUg(.l 
Ilft"''' I:e 1' I'(!.. e,,,Loll 

In 1941 the MerChant Marine Index 
Bureau advises that there were 32,353 
InjUries to seamen. The ftzures tor 
the fi rst ha lf of 1948 showed that 18,
431 seamen were Injured, Those Hg
ures represent the resUlt from an ex
posure of 12,000 men on 1,800 Ships, 
For the year 1941 YOU can add 26.311 
seamen who suffered Illness, ,Ivlng 
YOU II. total lIlness and Injuries (or 
1941 of 58.130. There Is a lOt to be 
done In the Marine Industry before we 
can say that our ships Ilre safely and 
eMclenUy run. And just one more 
ftgure. We determined In my com
pany during 1941 for accident causes 
alone our average was approximately 
$100 per crew member. In a 35-shlp 
fieet you can appreciate the expendl. 
ture Involved. 

For the purpose of analysis we clas
sify our accidents according to si lt 
basic aCCident causes: 

1. Incomplete Operational Proce
dure or Des ign. 

2. Departure From Operational 
Procedure, 

3, Inllerent Hazards. 
4. Personal Hazards, 

5, Workmen's Methods. 

6. Not Other?'ise ClassJt\ed, 
Under these basic causes are sub

headings, as for Inst-ance. under ''In· 
complete Operational Procedure or 
Design" we have the followtng sub
titles: Ca) Failure of ship's gear: Ib \ 
Oangways and accommodation lad
ders: (e) Unguarded machinery. We 
have found In the year 1947 that the 
greatest number of accldent.~ aboard 
our vessels occurred under the basic 
accident cause No. 2. Departure From 

dIart to Investigate the reason and 
thereby learn that thIs lookout was 
Ignorant of his d uties. 

No walch oMcer should take (or 
granted h is lookOUt" perfOrmance. 
In all cases lookouts should be spe
elncally desltrnated as such and, if 
necessarY, Instructed in their duties. 
Any failure on their part to function 
efflclently s hould be immediately 
looked into and Corrected. 

Operational Procedure. and under No, 
6. Workmen's Methods. Now In order 
to get along with some actual case 
histories , I will give you examples un
der each of the basic categories. 

"Incomplete Operational Procedure 
or Deslgn"-A junior engineer making 
a routine Inspection of the engine 
room whJle on watch was Injured 
when a belt on a compressor fiew ott 
and hit his hand, almost entangling It 
In the compressor. The Initlai fault 
here was lack of a guard on the 
machine. In othcr words, the design 
of the machine was Incomplete. It 
lacked an essential SAF'ETY feature. 
The responsibility there Is not too 
readily assigned , But after the one 
accident It becomes the Immediate 
respon.s.ibllI ty of the watch oMcer and 
the Chief Engineer to see that a guard 
Is requested fo r the machine. It 
further becomes the duty of the Safety 
Department to follow up the request. 
and make certain that the guard Is 
Installed. 

An example o f "Dt!parture From 
Operational Procedure" occurred on 
the Seal/states while operating on the 
Baltic run. A seaman was painting 
the Interior and eltterlor of a hatch 
ventilator situated on the forward port 
comer of NO. 4 hatCh. He was USing 
a ladder, The bos'n told the seaman 
to secure the ventilator to prevent Its 
turning. and there was a properly de
signed and operating pin whose sole 
purpose was to stop the ventilator In 
train. The bos'n also told the man to 
lash his ladder In place. There was 
a proper and adequate lashing secured 
to the ladder, and there were any 
number of places where the ladder 
could have been safely lru;hed, The 
seaman did not obey the bos'ns orders, 
the roll of the ship caused the ventila
tor to tum. the unlashed ladder fell 
and the man went over the side. He 
was cut to pieces by the propellor and 
his body was ne\'er recovered, although 
a lifeboat searched for some time. 
Bere the man was at fault for 
not carrying out his orders, and some 
can say the bos'n was at fault In not 
seeing that the orders were executed. 
Just hOIl' far we should gO In mOlher· 
ing our able seamen Is a matler for 
each com pan)' Itself to decide, 
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An accident which 1 classify under 
"Inherent Hazards" oceurred on the 
S, S. B erkeley Vlctor/l while dock.lng 
a t Argentina, An able seaman was 
putting a rope stopper on a mooring 
hall.'ser to hold the strain while the 
hawser lI.'flS being transferred to the 
bits. While the seaman was making 
the turns with the stopper, an unex
pected strain was put on the mooring 
hawser through the eft'cct of the wind 
or the tide, and the man'S hand was 
caught between the stopper and the 
mooling hawser. The second offi cer 
fortunate ly was alert and cut thc 
stopper as soon as he saw what was 
happening. His action probably saved 
the man's arm. It wuld not be said 
that the man was doing his job un
~arely . He was an experienced sca
man and had performed the operation 
many times, But those of you who 
are (amllla r with this particular deck 
operaUon can recognize that it Is In
herently dangerous and even with 
EklJl and extreme caution, Injuries can 
occur. 

There are, howevcr, certain condi
tions that help to avoid this risk: deck 
space should be clear, adequately 
lighted and dry, and last , but most 
important, personnel should be aware 
of the danger of their operation, a nd 
proven skilled in the particular task 
before It is assigned to them. 

Now when It comes to corrective 
action, we have to keep In mind over 
how large a fi eld our corrective action 
must spread. When these accident 
reports a re received and analysed by 
the Safety Department, the chances 
are that the individual ship. and the 
Individual personnel have learned a 
lesson, Where design is at fault, 
where method~ are wrong, wbere pro
cedure is unsafe, the In formation In 
the hands of lhe Safety Department 
must be promwgated to the entire 
fleet. The lesson of one ship must be 
passed on to the personnel of othel1l, 
and with a high ra te o( personnel 
turn-over, the ship's omcers a ff ord our 
bes t means of Indoctrinating the men. 
We mu.st keep our officers Informed of 
the latest. Sa fety practices, a nd we 
must Insist that they apply these 
practices. They must Investigate and 
report their accidents. and they must 
lead and direc t their c rews In the 
known safe metbods. 

1 would like to say In conclusion 
tha t. only through the cooperation 
and Interest of the enti re Marine In
dustry, labor and management in
eluded. can we hope to control the ac
cldentl; to the personnel on our ships, 
Indoctrination must be effected, and 
the efforts of labor and managcment 
must be toward the stabilization of 
our crews, ~o that proper Indoctrina
tion can be accomplished. The re
ports of the!iC meeUnls of the Marine 
Section have shown that our steam· 

ship companies and our labor unions 
are desirous of cooperating to keep 
the American vessel the safest on the 
seas. To reach this goal we a ll seem 
to need some positive direction: some 
real navlgallonallnstruments, 

SOCONY-VACUUM OIL CO. 
Co. l't. ~:: . w. 	F18kl'. Jr.. l lnrhH! 1'rn". IOOr tn

11011 ~I"' r lr" .'nt 

Safety, I am glad to say. 18 a big 
and importam subject with Socony
Vacuum , Just as It Is with many other 
forward thinking and progressive 
companies. Sal ety elTorts are com
pany-wide. wi th regular programs 
and supervisors in all of our refineries, 
bulk terminals a nd similar land Instal
lations, Ships. though, present some
what of a diITerent problem when It 
comes to setting up speelfic safety 
program~. 

Of course, we we all the s tandard 
methods aboard our ships (or making 
our men sa fety-conscious, This Is In 
addition to Installing sa1ety equip
men~ wherever it Is needed or seems 
to be needed. We find our bulletin 
boards valuable In this respect. 
They're not the final answer by any 
means: but they're Just as close as we 
can come to it, I supp05e, until some 
better idea comes along. 

One way In which we promoted 
safety recently was a slogan contest In 
which everyone aboa rd our ships was 
invited to submit a slogan In less than 
10 words on the dangers of shipboard 
smoking. 	 We gOl several thousand 
answers-many of them pretty bad, 
as you might expect, But the general 
result was 	 just wh at we had hoped 
for, a lot of consclousnes., about th e 
dangers of shipboard smoking, (Back 
cover of "Proceedings" submitted by 
s logan winner.> 

Such devices as this work fine. 
Our captains reported to w. at the 
conclusion 	of the COOlest, that t heir 
men were more conscious than ever 
of the dangers Involved In a surrepti
tious clgarett.e. Trouble Is, though. 
the reswts are only temporary. Alto
gether too soon for us, the matter wlll 
slip back again Into whatever recesses 
of our men's mlnc1s that such things 
usually gJ. 

We're finding that our Suggestions 
Syst.em -	 another company-wide 
plan-also has a definite safety value. 
Recently Socony-Vscuum modernized 
and liberalized Its Suggestlons System 
to make It one of the most profl~ab l e , 
for the employ~, that ever came 
along. This fact has been well-estab
lished with our employees. Rence 
they're out to earn every dollar t hey 
can \\'Ith suggestions--and safety 
suggestions pay at!' Just as well as any 
others, I might add, loo. that some 
absolutely swell Suggestions have 
come to us as a result o( It. 

PITTSBURGH STEAMSHIP CO. 
I), I .. lJuclu, ,,n,, . )'In"ni"r or l u, lolol ,.lal 

ltcl",I",,~ 

Most of the accidents sustained b)' 
personnel aboa rd bulk carriers on the 
Oreat Lakes are l1ttributable to care
lessneS.'i on the part of the injured 
seaman. In analyz.lng our lost lime 
Inj uries (or lhe season of 1941 (rom 
the s tandpoint of Cause and Re.~pon
slblUty, It was found that 93 percent 
were the inj ured's own faUlt, With 
due consideration to the cons truction 
necessary to fit t he vessel!; for carry
ing their cargoes of Iron ore, limestone 
and coal. protl!etlve devices have been 
employed. Despite the ins tallation of 
sa fety equipment, the human equa
tion Is chleny the cause of aU acci
dents. I sha ll endea\'or to give you 
tbe details of some o( our typical in
Jury eases. 

On the fifth day after attaching to 
his ship during spring mout. a 33
year-old ordinary seaman serving as 
deck watch. was assisting Lhe Second 
Mate and another seaman In removing 
the anchor chains wed as winter 
moorings (rom the river bank, This 
deck: watch was ordered to gO aboard 
the vessel to obtain two hammers 
trom the Engineer, He secured a 
sledie hammer weighing about 14 
pounds and a machlnist's hammer, 
In descending the shlp's ladder, he 
carried these tools over his right 
shoulder, grasping the hammer 
handles With his r ight hand, When 
about haH way down, he missed h is 
grasp and fell over backward. ... land
Ing on his back on the wooden plat
form or catwalk extending out (rom 
the bank of t he river. He fell a. dis· 
tance of 10 or 11 feet and sustained a 
compression fracture of the twelftb 
dorsa l and first lumbar vertebrae 
causing him to be off h is ship for 86 ~~ 
days, 

An Investigation revealed that this 
was a 28-foot regular ship's wooden 
ladder securely lashed In position 
amidships and held firmly In position 
at the bottom between two 2 x 4 Um
bers. which were nailed In place on 
the platform , Inasmuch as the vessel 
was s till in her winter mooring berth, 
the ladder rigged In this manner was 
on an estimated angle of 65- to '10 ·, 
The accident occurred In broad day
light with the weaLber clear and the 
wind blowing s trong from the south. 
The in jured man stated that the rungs 
were clear and dry and that he had 
no recoUection of s lipping, The can
vas parcel bag, which customarily 
hangs by the ship's ladder when the 
vessel Is in port dunng the season. was 
not yet over the side, In looking back 
upon his accident, the seaman said he 
should have thrown the tools from the 
deck onto the bank or lowered them 
by the use of a line. 
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The facts surrounding this accident 
a re similar to most of those Involving 
the use of Ule shlp's ladder. The OM
ceu and Safety Committees repeat
edly warn our men to have both hands 
free when descending or ascending the 
ladder. 

A Check of our casualty experience 
a few years ago ret1ected that. numer
OUli Accidents were sustained by our 
seamen while handling mooring lines. 
In analyzing these cases It was found 
that the InJured men were not prop
erly using the becket attached to the 
eye of the cable. but were committing 
the unsafe act of placIng their hand 
between the eye of the cable and the 
spile. Many 01 these CMes were seri
ous since some of the men were 
maImed for life due to part of the 
hand being ampUtated. A concen
trated effort was made to reduce the 
number of such accidents to our per_ 
sonnel. by continually high -lighting 
this hal.ard to the Males and SafeLy 
Committees. This constant repetition 
has apparently produced results since 
our records show that In 1945 there 
were 16 Injuries from handling JInes. 
1946 It was reduced to 6 cases and In 
1947 only 3 such Injuries. In tbe sea
son of 1948 to date. only one Injury 
has occurred In this category. 

In an analysis of our Injuries for 
\.he year 1947. we were somewhat sur
prised to ft nd that 54.8 percent of the 
men sustaining lost lime Injuries had 
saUed for more than 1 year. When 
compared with the 9.6 percent for 
tho.se Who had sailed from 6 months to 
1 year and the 35.8 pereent for the in
Jured men with 1 week to 6 months 
salling experience. it appears either 
that the old saying "familiarity breeds 
contempt" Is t rue or else the experi
enced men are performIng more haz
ardous Jobs. 

This same survey reflected that 53.4 
percent of our Injured seamen were 30 
years of age and over. while 30.2 per
cent were between 2 1 and 30 and. 
starUlngl)' enough. only 16.4 percent 
were 20 years of age or Under. The 
preconceived notion that the majority 
01 those Injured were the young. In
experienced men has been exploded. 
Ei ther the Quicker reflexes of our 
younger men or the close superVision 
and det·alled Inst ruction given them 
because Of LheJ.r youth accounted for 
this. 

The unlicensed crew aboard bulk 
carriers learn how to handle the equip
ment by on the Job training. The II. 
censed omcel's and members of the 
Safety Committee show and tell the 
new man how to salely perform his 
Job. After being Instructed. he Is ob· 
served to make sure that he Is prop
erly and safely handling the equip
ment. 

J o nUCJry 1949 

For Ins tance. an ordinary seaman Is 
shown the safe procedure In opening 
and closing hatches. whether It be on 
a wooden hatch vessel. one with tele
scopic leaf hatches or a Single piece 
hatch ship. It thiS seaman were on 
a Ship with telescopic ha tches. he 
would be first assigned to placi ng onc 
end of the bridle on t he hatch knob 
located on the center leaf. He would 
be cautioned not to s land on the 
halch. but rather on the deck between 
the hAtches to avoid \.he danger of 
being thrown Into the hold. This 
man would a lso be warned not to fol
low the hatch too closely as It was 
opening or closing. since If one of the 
leaves became fouled there WOUld be 
\.he danger of Its coming askew Into 
the space between the hatches. This 
same ordinary seaman would be In
structed that In being landed on the 
landlnll boom. he should hold Lightly 
onLO the rope and walt until his reet 
touched t he dock before getting off 
the bosn 'li chair. He would have been 
cautioned that In handling the moor
Ing cables . he should use only the 
becket and to stand back out of the 
bIght of the line. Many of the In
structlon.~ given this seaman are con
tained In the Lake Carriers' Associa
tion booklet "Recommendations for 
the Pre\'entlon of Accidents Aboard 
Ship." 

Our aim and purpose Is to reduce the 
number and severIty of the accidents 
sustained by our personnel. To this 
end the Inj ury reports received are 
carefulJy analyzed and studied. The 
primary causes of our lost time acci
dents ate: <1) Failure to recognize an 
unsafe condi tion or practice; (2) 
Error In Judgment: ( 3) Failure to 
establish safe working procedures: 
and ( t ) Violation of specific Instruc· 
tlon~. If we are to achieve our goal 
of reduction and eventual elimination 
of personal Injuries aboard bulk car
riers . our sa fety program must be 
geared to remedying the h aza rds high_ 
lighted by the casual c laSlilncaUon 
analysis. In our fteet thb focuses at
tention upon the continuing need for 
t raining and Instruction of the in
dividual seaman to In~ure his being 
safety m inded. The minutes of one 
of our Barety Committees aplly ex 
preS5Cd the thought recently as fol. 
lows : 

"We agree that personal contact Is 
one of the most effective ways to pro
mote sa fety. Upon observing a crew 
member performing a duty In an un
safe way. the supervisor. or In our 
case the Mates. Engineers . And Boat
swain. must approach the crew mem
ber In the proper manner at the 
proper Ume and explain not only the 
proper way to perform the job. but 
a lso how he was doing It wrong In the 
first place." 

SAFETY HANDBOOK 

Another example of safety promo
tion is t he excellent handbook issued 
by United S tates Protection and In
demnity Agency. 116 J ohn St. .. New 
York 7. N. Y .. for the use of ship_ 
owners and operators whose policies 
are written In companies represented 
by the Marine Office of America. 

Entitled "Accident Prevention for 
Tank Ships" the book treats exhaus_ 
tively of the subject as pertains to 
daY-lo-day operations on tank shlp.c;. 
The materia l Is based on actual acci
dent experiences. causes. effects and 
results In their operation. Many 
years of ellO perlence in tankshlp safety 
are contained In the safety recom
mendations contained therein. 

Why ..h .. C........ 
S. l ittl.....1_ 
S._do ..... .. 

HA ND TOOLS 

I. Select the right tool for the job
never use a makeshift. 

2. Use only tools In good condltlon
no cracked or broken handles. none 
without handles, no tools with mush
roomed or broken heads. 

3. Keep keen-edged blades sharp; 
Slore them safely when not In use. 

4 . Do not use a hammer with a 
hardened face on a hhthly tempered 
Lool such as a drill , die, or Jig. Chips 
may ny. 

5. Use wrenches of the right size for 
the Job. Face the jaws of an adJusta 
ble wrench In the d irection of the pull. 

8. Never apply a wrench to moving 
machinery : s top the machine : then 
remove ail tools before starting It. 
agaln. 

7. See that pipe wrench Jaws are 
sharp and chains in condition so they 
will not slip. 

6. Never use any tool In such a way 
that you will be Injured If it slips. 

MEiCHANT MA"NE OFFtCEIS ... ' ....y ING fOl 
COMMISS IONS IN THE COAST GUA'O 

The ftrs t examination for eligible 
merchant marine omcers making ap
pllCMlon for a permanent commission 
In the Coast Guard will be held on 
April 4. 5. and 6. 1949, In various cities 
throughout t he Uni ted States and Its 
territories. All applications sent to 
the Commandant ( PTP), U. S. C08.lit 
Guard. Washington 25. D. C .. which 
are postmarked prior to Ma.rch 6. 
1949. will be definitely processed and 
a pplicants notified as to ellglblJlty 
pr ior to the examination. Any a ppli
CAtions postmarked subsequent to 
March 6. 1949. will be processed . If 
possible. prior to the examination 
date. For details see the a rticle and 
regulat ions described In the December 
"Proceedings." page 212. 
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Amendments to Regulations 

TITlE 33-NAVIGATION AND 


NAVIGABLE WATERS 


Chopler I-Cooo' 	Guard, O.port...ent of the 
Treo.u"!' 

SUBCHAPTER C-Alos TO NIIVlClllnON 

ICOPR48-59) 

AIDs TO NIIVlClllnON: REVISION OF 
RECULAnONS 

The regulations concerning Aids to 
Navigation were formerly published In 
Chapter IV of Title 33, Code of Federal 
Regulations; these regulallons have 
been ' revised to effect editorial 
changes. to clarity their intent, and to 
Incorporate statements of policy, long 
established procedures nOl heretofore 
published, and other requirements so 
Lhat all regulations, procedures, and 
policies affecLing the public wlll be 
codified and available In one place, In· 
sotar as practicable. 

By virtue of the authority vested In 
me as SecretarY of the Treasury by 60 
Stat. 237. 5 U. S. C .. Sup. 1001. et seq., 
as well as the statutes cited with the 
regulations below, the regulations In 
U 20.80-1 to 20.80-25, Subpart 20.80. 
Part 20, Subchapter A. Chapter I , 
Title 33, a re cancelled, and the regula· 
tlons In Subchapter C, Chapter I . Title 
33 (formerly Chapt.er IV of this title) , 
are revised to read as follows : 
Part 
60 General. 
62 United Statea Aids to Navlgatlon 

S)·slem. 
64 Marking of Wre.:u. 
66 Prl~ate Aids to Na'·lgntion. 
68 LIghting of Bridges. 
70 Jnterterence wi th or Dnmll3e to Atds 

to Nnlgatlon. 
TIl Marine Intonnatlon. 
74 CasU! and Charges. 
76 Sale and Transfer of Aids to Navlga. 

tlon EquIpment. 

IP . R. Doc. 48-10955. Piled Dec. 15, 1946: 
8: ~ I a. m.: 13 F. R. 777:l: , Dec. 16. 1948.1 

Due to lack of space It Is not possible 
to reprint these regulations In the 
"Proceedings," but copies of the Fed
eral Register for December 16, 1948, 
may be obtained !rom the Superln· 
tendent of Documents. Government 
Printing Omce. Washington 25, D. C., 
at 20 cents per copy, so long as copies 
are available. 

S .. fely P..yo-ln TI ...., Prolectl.. " , and Livu 
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SUBCHIIPTER E-NIIVIGATION IIEQUI IIE
MENTS FOR THE GREAT t./lKES AND 
ST. MIIRYS RIVER 

(COPR 4~5) 

PIIRT 92--ANCHORIIClE liND NAVICATION 
R£GULIITIONS; Sr. MARYS RIVER. 
MICH. 

VISUAL SIClNIILS ON VESSELS AGROUND IN 
CHA NNE L 

The purpose of the following 
amendment to the regulations for 
navigation In the St. Marys River is 
to bring the regula tions into agree
ment with Rule 30 ee) in Public Law 
448. 80th Congress, approved March 
18, 1948. Insofar as practleable. The 
regulation has been changed to re· 
quire that, In addition to the lights 
now prescribed, a vessel aground In 
a channel shall also display the an· 
chorage lights prescribed by statute. 
The minimum distance separating ille 
red lights Is still six feet In order that 
observers In the lookout towers 10· 
cated along the St. Marys River may 
not be confused. 

This amendment to the regulations
regarding visual s ignals Is published 
without prior general notice of Its 
proposed issuance for the reason that 
notiee. public rule making procedure, 
and e.ffecUve date requlrements In 
-connection therewith are he reby 
found to be contrary to the public 
Interest. The amendment does not 
reqUIre a vessel to carry any addi
tional equlpment not previously re· 
Qulred by either the act of March 18. 
1948, or any of the regulations of t he 
Coast Guard. 

Any person who may [eel aggrieved 
by the promUlgation of this amend· 
ment may appeal therefrom to the 
Commandant (CMC) , United States 
Coast Guard. Washington 25, D. C., In 
wrltlng within thirty days from date 
of publication of this document in the 
Federal Register. The written appeal 
shall be presented In Lrlpllcate and 
shall Include data and views as to why 
the regulations shall not be amended. 

By virtue of the authority vested In 
me as Commandant, United States 
Coast Guard, by section I , 29 Stat. 
54-55, 34 Stat. 136, as amended. 33 
U. S. C. 474, and section 101 of Reor
ganization Plan No. 3 of 1948, 11 F. R . 
7875, the following amendment to the 
regulations Is prescribed. which shall 
become effective on and after January 
1. 1949 : 

Section 92.10 (formerly 1323.10) Is 
amended to read as follo .....s: 

§ 92.10 VfSllal signals on vessel 
aarOlmd In chanllcl. (a ) A vessel 
aground In a dredged ch annel, com
pletely blocking the channel, shall 
carry from sunset to sunrise, In addl· 
tlon to' the white light or lights pre_ 
I;e rlbed [or a vessel at anchor, two red 
lights In a vertical line one over the 
other. not less than six feet apart, In 
such position and height as to be 
readily visible to vessels bound up 
and down the channel. 

(b) A vessel aground In a dredged 
channel, but so as to permit passagc 
with sa fety, shall carry from sunset 
to lIunrlse. in addition to the white 
light Dr lights prescribed [or a vessel 
at anchor. a red light over a white 
light hois ted vertically not less than 
six feet apart, In such position and 
height as to be readily visible to vessels 
bound up and down the channel. 
(Sec. 1.29 Stat. 54. 55, 34 Stat. 136, as 
amended : 33 U.S. C. 474 ; sec. 101 , 
Reors . Plan NO.3 of 1946. 11 F. R. 
78751 

Dated: November 24. 1948. 
(suL I J. F . F ARLl:Y, 

Admiral, U. S. Coast Guard, 
Commandant. 

IF. R . Doc. 48-11>;\81 ; Plied De~ . l. 1948: 
8:50 a. m .; 13 P . R . 7347, l)e(:. 2 , 1948.1 

SUBCHA PT ER H-ROtJTES FOR PIISS£NClElt 
VESSELS 

ICGPR 48-~1 

P IIR T 105--NoRTH ATLIINTIC PIISSENGtB 

Ro=" 
The purpose ot reissuing the regu

lations regarding North Atlantic pas
senger routes Is to effect editorial 
changes necessa ry to bring them UP 
to date and to redescrlbe the proced· 
ures regarding imposll\on ot fines and 
to transfer this fun ction from the col· 
lector of customs to the Coast Guard 
District Commander. since Coast 
Guard facUities are now able to 
handle this function . 

By "Irtue ot t.he authority vested 
in me as Sceretary of the Treasury by 
R. S. 161 (5 U. S. C. 22) and sec. 3, 49 
Stat. 1923 (46 U. S. C. 738b) , the fol · 
lowing amendments to the regula
tions are prescribed to become effec· 
tJve upon publication In the Federal 
Registe r. 

January 1949 



Part 105 (formerly Pan 3 ) 1$ 
amended to read as (ollows: 

"".10fl,01 Pa5llenller veflllel derlned . 
10$.~ FLUng notLce or ~Ip routy.
105.10 OeJlgnatlon of Will route. 
10$,15 NoUcea deeme4 PUblic docu 

menu: poetlng ot noUce In eus_ 
tomhome. 

105.20 ~tLng fXlpy of notice 0 11 vessel. 
105.2$ 	 Report or d"",laUon from &hlp 

rouu. 
105.30 Pellllity fo r vlolatioll Of rqullllion . 
10fl,3$ Communlcatton of vlolll tiOn to 

CCNl5t Ouard District Com
mander. 

10~.40 Proc:e.:lure on violation . 
AUTII O.ITT 11 105.01 to 105.40 lu ued un

der R . S. 161: 5 U. S. C. 22 Blld .e<:. 3. 49 
S tilt. 1923: 46 U. S. C . 738b. 

1 105.01 P{lS!enger veuel de/f.ncd. 
For the purpose o( this part, a vessel 
shall be deemed to be a paS5enger ves
sel If It carries more than twclve pas
sengefll. 	 . 

I 105.05 Filing lIotice oj s/llp 
rou l el. The Owner or operating 
agent or any passenger vessel o( the 
Unlt-ed States crossing the North At
lanUc Ocean shall nle with the col
lector of customs or the home POrt of 
such vessel. and, If the United Stales 
port Crom which such vessel salls Is 
d ifferent (rom the home port. with the 
collector of customs a t that port. no
tice oC the ship routes which he pro
poses such vessel will (0 1101'.' on Its 
east-bound and wes t-bound cross
Ings. Such notice or notices shall be 
Ned prior to the first sallln ll' of the 
vessel from a port of the United 
States. Upon any subsequent North 
Atlantic voyage of such vessel begin
ning at the same port In the United 
States, no further notice shall be re
quired If It Is proposed that lhe vessel 
will follow the same routes, bUl When
ever It Is proposed that such vessel. 
when crossing the North Atlantic 
Ocean, will satl from a port In the 
United States other than Lhat speci
fied In Lhe last previous notice. or will 
follow a route or routes different from 
the route or routes specified In such 
last noUce. notice of the proposed 
route or routes shall be ftled . as afore
said. before the vessel 59.l1s. 

f 105.10 Designation oj ,hlp rou te . 
The proposed. route of any passenger 
vessel of the United States crossing 
the North AUanUc Ocean shall. when_ 
ever practicable. be designated In any 
notice requi red hereby In the terms 
used to designate the North Atlantic 
Lane Routes. as established by the 
proper aut horities. Such route shall 
a\'old. M far as practicable. the fish. 
Ing banks of Newfoundland, north of 
latitude forty-three degrees north 
during the fishing season: and shall. 
as far as drcumstances wlJl permit. 
pass outside of regions reported or 
known to be endangered by Ice. 
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1 105.15 NoUeu deemed public 
dOCullien tl: po3ting oj 1I0tfee til cus
tom'lollse. All notices of proposed 
ship routes flied with collectors of cu;;· 
toms shall be considered public docu
men W! and copies thereof shall. while 
effective, be continuously posted by 
the respective collectora of customs In 
a place In the customhouse to which 
the public has free access. 

I 105.20 Prntll'g coPV 01 notice on 
Deuel. The awner or aperatlng agent 
ot any passenger vessel af the UnJted 
S tates crOSSing the North Atlantic 
Ocean shall cause a copy of the pro
POSed ship routes of the vesse l to be 
cantlnuously posted , while effective. In 
a public place In the passenger space
of the vessel. 

1 105.25 Report oj devlatfo n Jrom 
Jhtp rOll te. If the master of any pas
senger vessel of the Uni ted States 
crOSSing the North Atlantic Ocean 
finds It necessary for any reason dur
Ing the course of a voyage to deviate 
more than 20 nautical mUes from the 
proposed ship route of such vessel. he 
sha ll be requJred by the owner or op
eratln" agent of such vessel. as soon as 
he arrives In the United States, to re
port such deViation to the collector 
of customs of the home port of such 
vessel and. It the United States port 
from which such vessel sailed Is dif
ferent from the home port, to the COl
lector of customs at that. POrt, together 
with a written statement explalnlng 
the necessi ty for such deviation. 

f 105.30 Penaltll Jor Ufo/atlon 01 
regulation. For each violation of sec
tion 3 fa) of the act of June 25. 1936. 
or of any provision of II 105.05. 105.10, 
or 105,20, the owner. or Operating 
agent. of the passenger vessel Involved 
In such violation shall be Uable to a 
nne o( not eJt.ceedlng SlOO. 

1 105.35 Com muniCtJ!lon oJ viola
tion to C()4.ft G uard DI.rtrlct Com 
mander. Information with respect 
La a violation or possible violation of 
section 3 (a) of the act of June 25, 
1936, or of this part coming Into the 
possession of any omcer or employee 
of the Treasury Department sha ll be 
communicated promptly to the com· 
mander of the Coast Guard district 
Within which the home pOrt of the 
vessell.r located or If the United States 
port from which the vessel sailed Is 
different from the home port. to the 
Commander of the Coast Guard dis
trict Within which that port Is located. 

I 105.40 Procedu re 0 11 VlolallOIl. 
The dis t rict commander receiving In
rormatlon with respect to a violation 
of section 3 fal of the act of J une 25. 
1936. or of this part shall make an in
ves tigation to determine the actual 
fa cts Involved. If alter such Investi
gation t he District Commander deter

mines a prima fade violation of sec
tion 3 tal of the act of 25 June 1936. 
or of any provision of n 105.05. 105. 10 
or 105.20 has occurred. he sha ll follow 
the procedure In 46 CPR. 2.50-20. 

Dated : December 21 , 1948. 

I SEAL I E . H . FoLEY. Jr.. 
Act t"g Secretarll oj th e Trel1$urJ/. 

I P . R . Doc. 48-11310; F lied. Dee. 211. 1948: 
8 :$8 a. m.; 13 F . R . 8640, ~. 20. 19~8l 

TITLE 4b-SHIPPING 

Chap'" '-Caao' 	Guo,d, D.paffm.nl of ,h. 
T,.ao..". 

ICOFR4~11 

DlSTltUS SICNALS IN LtFEBOATS AND 

LtFE RA"S 


The amendments reKardlng re
quirements for dis tress Signals for 
lICeboats and life rafts published In 
the Federal Register dated October 
30, 1948. 13 F . R. 6411 e1 seq .. were 
to allow an additional alternate La 
eJt.lstlng requirements and establ ish a 
minimum s tandard speciftcatlon for 
hand orange smoke dlstress IIlgnais. 
A notice postPOning the effective date 
of the regulations was published In 
the Federal Register ril\ted November 
24, 1948. 13 P. R. 6921. A notice re
garding proposed changes In the re
quirements for distress signals was 
a lso published In the Federal Regis ter 
November 24, 1948. and a public hear
Ing was held by the Merchant Marine 
Council on November 30, 1948, at 
Washington. D. C. At this hearing the 
appeals submItted and all comments. 
data. and views on the regulallons 
published October 30. 1949, wel'e con· 
sldered. The only change made In 
the requirements published OCLaber 
30, 1849, was to advance the date Jan 
uary 1. 1949, to June 1. 1949, as the 
date by which all distress s ignals not 
bearing a date of manufacture have 
to be removed from merchant vessels 
subject to Coast Guard Inspection. 
It I,. Iher eJore, ordcred., That the 
proposed regulations published In 
the Federlll Reglster October 30, 1948. 
13 F. R . 6411 et seq .. as postponed by 
a notice published November 24. 1948, 
13 F. R . 6921. shall be made effective 
on and after the date or publication 
of this document In the Federal Reg
Istcr wi th the excepUon that the date 
"January 1, 1949" shall be changed to 
"June 1. 1949." 

By "irtue or the authority vested in 
me a.s Commandant. United States 
Coast Guard. by R. S. 4405 and 4411a. 
as amended, 46 U. S. C. 315, 391a. and 
s~t101l. 101 o( Reorganization Plan 
NO. 3 of 1946, as weU as additional 
statutes dted with the various regu
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laUons below. the foll owing amend· (a ) Dist ress signals. Twelve ap· The tolal Quantity of distress signals 
ments are prescribed: 	 proved hand red flare d istress signa ls requi red In each lIreboat a nd life raft 

In a watertight container, and 4 ap has not been changed. 
proved floatin g orange smoke dis tressSUBCH APT ER _TANK VESSELS Dated : December 9. 1948. s ignals ; or 12 approved hand red flare 

P~RT 33-LIY&SAVINC ApPLI ANCES distress signals in a waterthlh t. can· I SEAL I J . F . F ARLt\' , 
EQUIPMENT: UFElIOATS. LIFE RAPTS, AN D taIncr, and 12 approved hand orange Admiral. U . S. COll$t Guard . 

BUO YANT APPARATUS s moke distress Signals In a watertight C01ll ma lldan t. 

Section 33.3-1 (e) Is amended to 
read as follows: 

§ 33.3-1 Tank ship lifeboat. equip. 
menl: ocean and coastWise-TI OC.. . . 

te l Distress signals. Twelve ap· 
proved hand red fiare distress signals 
in a watertight containe r, and 4 ap
proved floating orange smoke dist ress 
signals : or 12 approved hand red Hare 
dis tress signals In a watertight con· 
tainer. and 12 approved hand orange 
smoke dlsLress signals In a watertight 
contalncr; or 12 approved hand com· 
blnaUon flare and s moke d ist ress Slg· 
nals In a watertlgbt container. Serv. 
Ice use shall be limited to a period of 
3 years from date of manufacture. 
Dist ress sllrJ1als not bearing date of 
manufacture shall not be carried after 
June 1, 1949. ,.-por s peclflcatlons for 
t he above Signals, see subparts 
160,021. 160.022. 160.023 , a nd 160.037 
In Subcha pter Q of !.his chapter .) 
(R, S. 4417a. sec. 5 (e ). 55 Stal. 244 . as 
amended . 46 U. S. C. 391a, 50 U. S. C. 
1275 ) 

SUlIC HAPTE R C--oCLUoj AND CO~STWlSE 

GENERU RULES AN D REGULAnONS 

P ART 59--Bo~TS, RUTS, BULKHEADS. 
AND LIFESAVING ApPLI~NC£S (OcEAN ) 

1. SecUon 59. 11 (e) Is amended to 
read as follows : 

t 59.11 Lifeboat equipmen t. ...... 
(e) Dist ress signals. Twelve ap. 

proved band red fiare distress signals 
In a wa tertight con tainer . and 4 ap~ 
proved floating orange smoke distress 
s ignals; or 12 approved hand red narc 
distress signals In a water tight. con· 
talner, a nd 12 approved hand ora nge 
smoke dl5Lress signals in a watertight 
container ; or 12 approved hand com· 
binaUon narc and smoke distress slg. 
nals in 8 watertight container. Serv~ 
Ice use shal1 be limited to a period of 
3 years from datc of manufacture. 
Distress signals not bearing date of 
manufacture shall not be carried after 
June 1. 1949. (For spcclficaLions for 
the above Signals. see subparts 160.021 . 
160.022. 160 ,023. a nd 160.037 In Sub
chapter Q of this chapter, ) 
(R. S. 4426. 4488. 4491 , 49 Stat. 1544 . 54 
Stat. 346. sec. 5 i e), 55 Stat . 244 , as 
amended ; 46 U . S. C. 367, 404 , 481 , 
489. 1333, 50 U . S , C. 1275) 

2. 	 Section 59.52 (a ) is amended to 
read as follows: 

Ui9,52 Equipment. Jor life ralts. 

3. 

container: or 12 approved hand com· 
blnatlon fiare a nd s moke distress sig· 
nals In a watertig ht container. Serv. 
Ice use shall be limited to a period 
of 3 years from date of manufacture. 
Distress signals not bearing date of 
manufacture shall not be carried a fte r 
J une 1. 1949. (For specifications for 
t.he above signals. see subparts 160.021, 
160.022. 160.023, a nd 160.037 In Sub· 
chapter Q of t.h ls chapter.) 

IR. S . 4426. 4488. 4491 . 49 Stat. 1544 , 
54 Stat. 346. sec. 5 (e). 55 Stat. 244 , as 
amended ; 46 U . S. C. 367, 404. 481. 489. 
1333, 50 U. S. C. 1275) 

P~RI 60--BoATS. RAFTS . BULKl/E~DS. 
AND LIFESAV ING ApPUANCE.<; ( COAST. 
WISE) 

1. Section 60.9 (e ) Is amended to 
read as follows: 

1 60.9 Lifeboat equ/pmeut. (SCe 
159.11 of this chapter, as amended, 
which Is Identical with this section.) 

2. Section 60.45 (a) Is a mended to 
rcad a!'; follows: 

*60.45 F.:qu/plllcnt f or lije rafts. 
(See 159.52 of t his chapter, as 
a mended, wh.ich Is Identical with \.hIs 
section.) 

SU BCHAPT ER Q--SPECJFI(;ATlO NS 

PART 160--LlYE&.\VING E4;jO'lPMENT 

SUBPART 160 . 0~7-SIGNALS, DISTRESS 
SMOJ[f;, O RANGE . HAND, FOR MERCHANT 
VESSELS 

The regulations In U 160.037- 1 to 
160.037-7. Inclusive. were published In 
the Federal Regis ter O: tober 30, 1948. 
13 F . R. 6412-641 5, Inclusive, and the 
effective date of these regulations was 
pos tponed by a document published In 
!.he Federal Register November 24 . 
1948, 13 F . R. 6921. The text or the 
regulations a s published October 30. 
1948. shall become effective on and 
after the date o f publication of this 
document In t he Fede ra l Register. 

Regulations in eUcc!. The amend· 
ment~ contained In Wl ls document as 
well as tbe specifica tion prevIously 
published In the Federal Regis ter Oc· 
tober 30. 1948. change the require· 
ments on ly to the extent tbat dl~tress 
s ignals not bearing date of manufac
ture shall not be carrlcd on merchant 
ves.~els subject to ins pection by the 
Coast Guard a Her J une 1. 1949, and 
allow an additional alternate to pre· 
vlou~ requirements for distress signals. 

IF . R . Doc. 48-10956; Piled. Dec. IS. 1948; 
8 :5 1 R. ffi .! 13 F . R . 7183. l)e(: . 16. 1948 1 

Equipment Approved 
by the Commandant 

AFFIDAVITS 

The follow ing affida vi ts were ac
cepted during the period from October 
15 to Decem ber 15. 1948 : 

Barro Mallufactur ing Co .. 1801 to 
1815 Wlnnemac Avenue, Chicago 40, 
111. P ipe fi ttings. 

Boston Electro Steel Casting, I nc., 
Roxbury 19. Mass. Castings. 

Crawjord Stcel FOUlldrJ/ Co.. 521 
East Southern Avenue. Bucyrus, Ohio. 
Steel castings. 

Globe Steel Tubes Co., Milwaukee 
4. W is. 	 Fittings. 

Hali ll·Pil~ Corp.. 286 Scholes Street . 
Brooklyn 6. N. Y . Va lves and fittings. 

M ichigan Steel Cast /fig Co. , Foot of 
St. Aubin Avenue. Detroit 7. Mich. 
CastIngs. 

S 4: fI B ronze Bearing Co. , 340-344 
North Avenue. East Cranford . N . J . 
Castings.. 

T re l/fte Foull drJl Corp.. Trenton. 
N. J . Iron castings. 

UniOl/ Sleel Castings, Division oj 
Blaw·K I/ox Co., 62nd & Butler Sh.. 
PitLsburgh 1. Pa. Castings. 

Wa terma n FOU71drlJ . Div islo ll oj 
Wa terman, Steamship Corp.. P. O. Box 
1248. Mobile 7, Ala. Castings. 

CERTIFICATION OF ARTICLES OF 
SHIPS' STORES AND SUPPLIES 

Ar ticles of ships ' stores and suppJlcs 
certiflcated from Octobe r 25. 1948. to 
Decem ber 25. 1948. Inclusive. for use 
on board vessels In accorda nce with 
the provis ions of Part 147 of the Regu· 
lations Governing Explosives or Other 
Dangerous ArUcles on Board Vessels 
arc as roHows: 

G el/drOll Chemical Co., 158 14th S t., 
H oboken. N. J . Cert ificate No. 264. 
dated Dt.-cember 16. 1948. Water Sol
uble Degreaser_l01 . 

M otor C/temtcal Corp.. 840 North 
Mich igan Avenue. Ch.icago 11 . Ill. 
Certificate No. 260. dated October 29, 
1948. PO-F. 

Stalldar d Oil Co. (Indiana ), 910 
South Mich igan Avenue. Chicago 80, 
Ill . Certificate No. 261, dated Octo
ber 29, 1948. SUperla Insect Spray 
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With DDT. CertificaLe No. 262, dated 
October 29. 1948. Superla Junior 
Aerosol With ODT (automatic atom 
Izer). 

U"derwood Chemical Corp., 121
125 Broad Street. Ne,,' York 4. N. Y. 
Certificate No. 263, dated November 
12, 1948. Chex-F'Iame. 

FUSIBLE PLUGS 

The Marine Engineering Regula
tions and Mate rial Speelficallons re
qUire that manUfacturers submit sam
ples from each heat of fusible p lugs to 
the Commandant for test prior to 
plugs manufactUl'ed from the heat 
being used on vessels subject to In
spection by the Coast Guard. A list 
of approved heat.s which have been 
tesled and found acceptable dUring 
the period from October 15 to No
vember 15. 1948. Is as follows: 

The Lu"kenhelmer Co.. P . O. Box 
360, Annex Station, Cincinnati 14, 
Ohio. Heat Nos. 311 througb 321. 

H. B . Shermall ManuJaclurblf/ Co .. 
22 Barney St.. Battle Creek, Mich. 
Heat Nos. 670 through 675. 

WELDING ELECTRODES 

The Bureau of Ships, Navy Depart
ment, bas tested the followlnl elec
trodes and found them satis factory 
and they are therefore added to the 
Coast Guard's lis t of welding elec
trodes: 

Air ReductiOlI Sales Co .. Fort)' -sec
ond Street, opposite Grand Central. 
Nev.' York 17. N. Y. (Arcrods Corp. 
manufacturer .> Alrco 312, Type 
E6016. 

General Electric Co .. Schenectady, 
N. Y. IArcrods Corp. manufacturer.) 
W-32. Type E6016. 

WI/son Welder alld M etals CO., llIe.. 
Uncoln Building. Forty-second Street 
and Grand Central, New York 17. 
N. Y. (ArcrOOs Corp. manufacturer.) 
512. Type E6016. 

O~.allrl' ht"i"rlt a .... El lld,a'" SIIIl. 

The ~." a nd %::!" diameter elec
trodes will be allowed for all pos ition 
welding. The 710". %~" and Y4" 
diameter eleetrodes will be allowed for 
horizontal fillet and fiat position!!. 
The "'III" diameter electrode will be 
allowed for nat position only. 

TUMINATION Of APrROVAl OF 

EOUIPMENT 


By Virtue of the authority vested In 
me as Commandant, Uni ted Stales 
Coast. Guard. by U. S. 4405 and 4491. 
as amended (46 U. S. C. 375, 489). and 
section 101 of Reorganization Plan 
No. 3 or 1946 (11 F. R. 7875) , as well 
as the additional authorities cited 
with the speetflc Items below. 1 Hnd 
that the oxygen breathing appa ratus 
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described below Is less suitable. as 
compared wlLh other apparatus now 
available. ror emergency work aboard 
s h ip because o f 11.5 additional weight 
and size occasioned by 11.5 Increased 
capacit), which Is In excess of that re
q uired by the regulations for mer
chant vessels, and the approval Is ter
minated with the consent of the 
manUfacturer and the other approvals 
are terminated because the Items of 
equipment are no longer being manu
factured. as follows: 

CAS MASKS AND OTHER aREAnuNC 

APPAR AYOS 


Termination of Approval No. 160. 
011/ 11/ 0, McCaa two-hour oxygen 
breathing apparatus, Bureau of Mines 
Approval No. BM- 1303, MSA Genera] 
Assembly Owg. No. A99D-l. Revision 
3 dated 11 August 1939, OWl. No. 
A99D-2 dated 15 September 1931 , Mine 
safety Appliances Co.. Braddock:, 
Thomas, and Meade 6treeLs, P ltt.s
burgh I , Pa. Approval No. 160.011/ 
17/ 0 was published In the Federa l Reg
Is ter J Uly 31 , 1947. 

(R . S. 4417a , 4426, 49 Stat. 1544. 54 
Stat. 1028 . and sec. 5 (e), 55 Stat. 244. 
as amended ; 46 U. S . C. 367. 391a . 404. 
463a. 50 U. S. C. 1275; 46 Cf'R 35.4-5 
61.18.77.18. 95.17. 1I4.l8) 

LlQUEJ"JED PETlIOLEUM CAS VloLl'D. 
nTTL"-IGs. AND CAUCES 

Termination of Approval No. 162. 
018/ 6/ 0 , Rego pop type safety relief 
valve. liquefied petroleum gas service, 
marked "Rego No. 2417", bronze body, 
resilient composition seat dLsc, 
threaded connection. Owlt. No. 2417 
and Catal08 No. L-500, a pproved for 
2" pipe size, maximum allowable 
working pressu re 100 P. s. I.. manu
factured by The Bas tian-Blessing Co .. 
4201 West Petersen Avenue. Chlcago. 
Ill . Approval No. 162.018/ 6{O was pub
lished In the Federal Regis ter o f JU1y 
31. 1947. 

Termination of Approval No. 
162.018/ 10/ 0, Roney rotary liquid level 
gauge.llquened petroleum gll5 .service, 
marked "Rego No. 2472". bronze body, 
Owg. No. 2472 dated April 8. 1939, 
manUfactured by The Bastian-Bless
Ing Co., 4201 West Petersen Avenue, 
Chicago, III. Approval No. 162 .0181 
10/ 0 was published In the Federal 
Register of Jul~' 31. 1947. 

Termination of Approval No. 
162.018/ 11/ 0, Roney rotary lIqU1d 
level gauge, lJquefied petroleum gas 
sen 'lce. mnrked "Rego No. 2472A"'. 
bronze body. tn'g. No. 2472A dated 
Allrll 8. 1939. manUfactured by The 
Bas tian-Blessing Co.. 4201 West 
Petersen Avenue, Chicago . 1Il. Ap
pro\'al No. 162 .018/ 11/ 0 was publis hed 
In the Federal Regis ter of July 31. 
1947. 

Termination or Approval No. 
162.018/ 12,10. ROney rotar)' liquid 

level gauge. liquefied petroleum gas 
service. marked "Rego No. 2472B", 
bronze body. Owg. No. 2472B dated 
J une 30. 1939, manufac tured by The 
Bastian-B Ic.'tSlng Co.. 4201 West 
Petersen Avcnue. Chicago, Ill. Ap
proval No. 162.016/ 12/ 0 was publis hed 
In the Federal Regis ter of July 31, 
1947. 

Termination of Approval No. 
162.0 18/ 13/ 0. Rego fix ed liquid level 
gauge, llquefted petroleum gas serv 
Ice. marked "Rego No. 2163", bronze 
body. n tted wltb vent hole and seal 
plug. Owg. No. 2143 and Catalog No. 
L-500 Section W , manufactured by 
The Bastlan-BlessJng Co .. 4201 West 
Petersen Avenue, Chicago. IU. Ap
proval No. 162.018/ 13/ 0 was published 
In the Federal Register of July 31. 
1941

T ermlnaLion of Approval No. 
162.018/ 15/ 0. Rego tank angle valve, 
ilquefied petroleum gas service, 
marked "Rego No. 2892". bronze body, 
paraprene valve dise and c. I. rubber 
diaphragm, fla nged tank connection. 
OWl'. No. 2892, revised Aprll 10, 1941, 
AlL G and Catalog L-SOO section LE, 
approved for I y,." POrt opening. man_ 
ufactured by The Bastian-Blessing 
Co.. 4201 West Petersen Avenue, 
Chicago. 111. Approval No. 162.018/ 
15/ 0 was published In the Federal 
Regis te r of July 31. 1947. 

(R . S. 4417a, and sec. 5 Ie). 55 Stat. 
244. as amended ; 46 U. S . C. 391a, 
50 U. S . C. 1275; 46 CPR Part 38) 

cONDmoNs 0" 'n;RKINAnON OF 
APPR OVA LS 

The termination of approvals of 
equipment made by this document 
s hall be made elJective upon the 
thlrl)'-flrst day after the date of pub_ 
lication of t h is document In the F ed
eral Register. Notwithstanding this 
termination of approval on any Item 
of equipmen t . such equipmen t man_ 
ufactu red before the elTective dale or 
termination of approval may be used 
so long as It is In good and serviceable 
condition. 

Dated : June 2. 1948. 

IS EAL I M£RWN O'NElLL, 
Rear AdmlraJ. U . S. Coast G uard, 

Acting Commandont. 
I P . R. Doc. 48-6J34: Filed. June 8. 19~a : 

8 :66 R. m .: 13 F. R. 30118, June 9. 1948 J 

INVESTIGATING UNITS 

Coast Gua rd Me rchant Marine in
ves tigating units and merchant ma
rine deta ils Investigated a total of 520 
cases dur ing the month of October 
1948. Of this number charges were 
preferred Involving 10 licensed and 56 
unlicensed men. No hearin gs were 
held beca use examiners were not 
available. 

37 



• • 

---

--- ---

Merchant Marine Personnel Statistics 
MERCHANT MARINE LICENSES ISSUED DURING NOVEMBER 1948 

IlECK On "ICE IIS 

A tlarllie f<lNt Oulr«an I °.':l\h:." I l'1odn~""1 \ Total 

_______t-:-_____-t_0+ _"1_°_1 " 1_0__"_1_°__"_1_°__"_ 
M..trr.••••••.•••••••.••.••. .••••...• • 0....... •••••• •• ••.••.•..••..•. .. •. .• ~ I .... '1'1~••...• I ~
' ~ fA l!r.t 

eout...I11! ••••••••••••••••••••• •••_. I II ; ...•... ...... ..•... •.•• I , ;
0 ...... L.h.......................... 2 . . . ........_. a... . 
 ... 5 
U.S. kL......... ..... ...... .. ..... :11 . 4 .. __ .. I 1.\ 
 $ ~I="',.....,,_________+ """":·o·'-'·C·O··C·O··C·O··C·O··C·O··C·O··c·0··c·0··c·0··1__-=j-_~" '--::-+--c':-f·O·~ 13 •••• •• ~. ______"_ 

Cbl'" m. l~ .•••••••••..•.••...•. _______ ~.,..O_n _ •• •••••• •. .. •••••••••• •• __ ..• 23 
1 
& , , ~, , ,eo................__................ . ... 
 " " " 

O reAl IAI~ I\I .••••••••••••••• __ ••••• _ 
11 . 8 . <ilL•• ••••••••••••••••••••••• •• : ,•m..........' •••..•.••.............•... 
 • '" , " " S....,d rnatec. ••••••••••••.•••••• •• •• ••• 0,"""" •••••••••••••• •. ••. .••..••••_ 

C"•. III ... Loe _••••••••••••••••••••••••• 
 • "' •," 

Thin! ma'•..•......................... 
o"e,u• ••••••••••••••••••••••• ••••••• ---:,,"1--:,,:1·--;, l ' ~" "" -~~~~.. _.~ ..- . .= ..~.=.~.= ..=.~.= ~- .~::~.~::~.~::~.~::~.~::~.~::~.~::~.~::t~==~c~:: ~!... · ,~,t~~~t. :.'II~.~~..~.~.~= ~;,~..~.= ..~ ..~.~. j~~.~.~"~~~.~•. ~~~ ~~j~·:~=~ I: III I~ I IH ................._.-............. ,,_ .............................. ,I· .... . ...L·"·I=I-'h2·- ,
__"'''' -'-', -C··C·,c ·· ·,c·c··c·,··c·,··C·CC·C··C·0 - ....... 1::._. ..... I .. .._________ ',.,OL= ·· ·,c ·· ·· ··1='-:-;'-~I:':":'::::· I .. . 

TotaL.................. ..•....... ...........•.. ...•............. I II »0 :'3 ~ 1 ~I ----;-.----;;;- I :' ~'------m;
O..ulCllotal .••.•_ •. _ •._._.......................................... (,' 1:,0 IH ."11:, I. OIJ 

Ohler enll_:SI..m•••••••••••••••••••••••••••••• ••• 
Ollilmlloo ..•••.•.. .. ..••...•...• 1111 , , , ,nLlmlled .•...•.•..•...• •.••. ..• " " 

, 
" h~ " 0<..

Ylnl ~I _EiMer. 
OnUIIIIIN•..•.•• ....... ••..••.•• 
 ~", , , 

~ 

,, ~ ~I, '", •U mlle.l ••...•....... .. .....•.•• 
 " 8f<Ond NSifUoD I~: 

Ullllmltod••••••••.••. ... •...•••• 
 , 

~, , ~ , ,•Limited ....•••.•...•...•. . .•.•. " "" " " Thl.d ...1I1aD1 etI~ ,Untlm!\.fd.••_ .••..••••• . •••..•• • ." ,Li mited _ •••...••.•.••••.•••.•••••. """ 
MO'Ol•••••••••••••••••••• •••• •••••••• • Chid 61aim-tt: , , , , .,U" Umlled .• •••.....•..•...... n , , , ,I.I mllod ••••••.•.•.•...•.•••... " •" nrlt ....I.u.nl en.lneer, " ", " Unlimited••.•.•••.••• ..••. ••...• ,Llmltoo ••••••.•....••••...•.••• 

Sftond Ulntahl enrln_: 

UnUmll>-d.................. .... . 
 , , , 
Llmhed ••.••••••.•••• ••••.. ••••• 


T hlnl illiswll mc11>el'r: 

I.Inllmlll><l ••_.. . ............... 
. Il l ........ Z ~ ~ l ~, 


c~'m='7""= ·· ·=··=··=··=··=··=···C·C··"'_...,..,-=_____ ;-=~ ·==··=··=· ,·_:::c.·C·· __' ~ :..:..:..:..:.. -.- -.- .. ~ 
Un.iDa~ ..-1••••.••.•._ ••.....•.1ChlermrlnHl" ······················1 ' ~" "I'
--"';;;---------!=' _ ',:.', ~::... : . '" !~ :, ~.: 1 ...,,~ . ..:.:u:·="O"O~='":-=-....:·O··C·O··CO··C·,··C·,··C·t·O··C·C;:;+I·::·:':1- '. - :: . . ..,,.:~I- &". 

rrn~II,;i.ii:: ::::: :: :::::::::::::::::::::::::.:::::::::::::::::::::::::1 "" :tI"':.~'~ "'"1;0.;""'....3f-6...... 

38 January 1949 



--
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